September 7, 1918 


RAFFICWORL)) 


A working tool for traffic men, both industrial and rail- 
road; a national journal of os gene = — 
news; independent as between d chipper. 
Issued every Saturday ig 
THE TRAFFIC SERVICE BUREAU 
418-430 S. Market St., 
Chicago, Ill. 
by The Traffic Service Bureau 
WILLIAM C. TYLER, 
Sec’y and Treasurer 
E. C. Van ARSDEL, Manager 


Colorado Building, 
Washington, D. C. 


— 1918, 


BF. Ham 
President 


Hewny A. Patuer, Editor 


All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to con- 
trary is given to publisher. 

All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 


TERMS OF SUBSCRIPTION 
8ix months 


Three months 
Single Copies .......... C6 endevesencceonseoe eecccccccccccoce 


Advertising rates will be made known upon application. 


Vol. XXII, No. 10 ' Saturday, September 7, 1918 


SHIPPERS MUST FIGHT FOR LEGISLATION 

Communities such as Sioux City and Minneapo- 
lis had better bestir themselves into political ac- 
tivity to the end that if and when the railroads are 
returned to the control of their owners they do not 
lose the equalizations in grain rates that have been 
made or promised during the period of federal con- 
trol. Sioux City has been put on the grain market 
map through the establishment of proportional rates 
that enable that city, after forty years of struggle, 
to become a primary grain market instead of a way- 
station to see that the cars carrying grain through 
it are properly greased and are not leaking. Min- 
neapolis, at the time this was written, was expect- 
ing an adjustment of rates that would result in a 
larger use of her great elevator capacity. Unless 
cities not the terminii of railroads do busy them- 
selves with legislative matters, they will find their 
elevators as useless as those of Milan, Ohio. Ele- 
vators at that place became useless as soon as the 
grain wagon lines found themselves unable to com- 
pete with the railroads. As a port handling grain 
it is dead, and also forgotten. 

A statute authorizing the railroads to pool either 
traffic or the earnings thereof is the thing for which 
Sioux City and Minneapolis will have to fight, if 
they desire to retain proportional rates. If the 
American people, following the recommendation of 
President Taft in 1909, had approved a pooling ar- 
rangement, it probably would not now be paying 
Nearly a billion dollars a year more for its trans- 
portation than it ever has paid. There would have 
been no serious congestion and without congestion 
the foolish priority bulletin No. 22 of the American 
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Railway Association, the thing that~tied the rail- 
roads into a hard knot in the fall of 1917, probably 
would not have been issued. There would have 
been no necessity for it. The railroads would have 
short hauled themselves so uninformed government 
officials and army officers would not have had rea- 
son to ask for preferences for the government stuff 
with as much emphasis ‘as they did. 

Sioux City and Minneapolis cannot expect to re- 
tain the proportional rates now promised or in effect 
if the pre-war conditions are permitted to return. 
Under the fifteenth section every railroad, in the 
absence of such a pooling statute as Mr. Taft sug- 
gested, is bound to insist upon the long haul for all 
traffic that touches its rails. The long haul of the 
two big carriers serving Minneapolis is to Chicago. 
The C., M. & St. P., serving Sioux City, has its long 
haul to Milwaukee. None of the roads may be 
reasonably expected to short haul itself by allow- 
ing grain to be stopped at Sioux City or Minneapo- 
lis. But if a pooling statute should be placed upon 
the books, both the Milwaukee and the two north- 
ern transcontinental lines will be able to enter into 
arrangements whereby the elevators in existence at 
Minneapolis and those that will be built at Sioux 
City during the government ‘operation of the rail- 
roads will be continued in use. 

Under the law as it now stands on the statute 
books, the city or community that is at a rate- 
breaking point because it is the terminus of one or 
more. lines should go into mourning the minute the 
road or roads terminating within its borders indi- 
cates the slightest desire to extend itself or to be- 
came the owner of a road the terminus of which is 
at some point other than the city recommended for 
sackcloth and ashes. Under a pooling statute, the 
privileges under which would have to be safe- 
guarded by the Commission or some other com- 
petent body, extension of a given line would be a 


blessing, and not a calamity as at present. 


Ss) 


WORSHIPING THE SNAIL DANGEROUS 

In a short time the men who pay the money 
needed to operate the railroads undoubtedly will 
find it necessary to give thought to the question 
whether their interests are better served by heavy 
trains moving slowly, or by lighter trains moving a 


little faster. The Railroad Administration, through 
its publicity department, has referred to the fact 
that engine, car and train miles have decreased 
while loading, both car and train, have increased. 
The publicity department has recently had a large 
increase in personnel. It has been placed in charge 
of complaints and suggestions for the improvement 
of the service. Theodore H. Price, the head of that 
branch of the Railroad Administration, has already 
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issued a statement showing the improvement in 
service since the taking over, in which the decrease 
in engine, car and train miles has been a, fact men- 
tioned for which the Administration is entitled to 
credit. He also mentioned the heavier loading of 
cars. 


The decrease in mileage is due to the shortening 


of routes and the slowing up of engines and trains. . 


The shipper is not interested, directly, in the short- 
ening of routes. He, however, may be forced to 
consider the slowing up of engines. He is paying 
more now than ever before for transportation. The 
query is as to whether he should not be served more 
expeditiously than heretofore. The shortening of 
routes is made possible by the unified operation. 
The government could have brought about unified 
operation by the simple expedient of repealing the 
laws against pooling and consolidation. They were 
enacted to prevent extortion. They were archaic 
when enacted because the regulation of rates was 
provided before the anti-combination and anti-pool- 
ing statutes were enacted. Extortion could have 
been practiced only with the consent of the Com- 
mission. Its history shows that until 1914 it never 
favored blanket increases in rates over large areas. 

At present, so far as anyone can see, heavy, slow- 
moving freight trains are serving the country well. 
However, savings made in that way should be 
tempered with wisdom. There should be a speed- 
ing up in trains just as soon as the accumulated 
freight, the old “soup piles” created by the fact that 
the government would not allow the railroad owners 
to operate their properties in a common sense way, 
have been cleared away. The country is paying 
enough of a penalty without having added to it one 
for somebody’s devotion to heavy loads moving at 
a snail’s pace. 


SHORTEN ORAL ARGUMENT 


The Trafic World Washington Bureau. 


In the intefest of a conservation of time, the Commis- 
sion has decided that not more than one hour will be 
allowed for arguing a minor case and not more than three 
for a major case except where there are unusual com- 
plications. It suggests that parties in interest where many 
lawyers are employed, consult and agree upon one or two 
to make arguments, suggesting that one speech of sixty 
minutes is better than six of ten minutes each. 


Hereafter Frank Stratton of the docket division is to be 
advised ten days before argument as to the time required 
and who will make the arguments. A further suggestion 
is that counsel develop details in briefs and devote them- 
selves to the issues as framed by objections to tentative 
reports. 

The new rule is to become effective in the arguments 
on the daylight zone case on October 1, on the tentative 
report on that matter submitted September 5. That ten- 
tative report creates four time zones differing considerably 
from existing ones largely by moving boundaries west. By 
it, the eastern zone is extended westward from Pittsburgh 
to a line between Canada and Michigan, thence south- 
easterly through Toledo, Crestline, Columbus and out of 
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Ohio at Kenova, W. Va., through Johnson City, Tenn., 
Thomasville, Ga., and ends at Apalachicola Bay, Fla. 

The central zone is bounded on the west by a line be. 
ginning at Portal and passing through Mandan, along the 
boundary between Nebraska and South Dakota, the bound- 
ary between Kansas and Nebraska, along the one hun- 
dredth meridian to Rio Grande. The mountain zone’s 
western line passes through Helena, Mont, Pocatello, Ida., 
and Ogden, thence along the boundary between Utah and 
Nevada, and follows the Colorado River to the Mexican 
border. The Pacific zone embraces the rest of the country 
and Alaska. 

Examiner Money recommends making new zones effect- 
ive on Thanksgiving Day. 


TRANSPORTATION TAXES IN THE 
NEW REVENUE BILL 


The Trafic World Washington Bureau, 


Only a few changes in the law imposing taxes on trans- 
portation are proposed in the revenue bill of 1918 intro- 
duced in the House of Representatives on September 3. 
The existing tax of three per cent on freight bills and 
eight per cent upon tickets for passage are retained with- 
out change except in only one particular. When this bill 
becomes law, the tax will attach to that part of the bill 
which covers transportation within the United States on 
goods brought in from foreign countries like Canada and 
Mexico. Inasmuch as the constitution forbids taxes on 
exports, the tax does not attach to goods going out of the 
country. In the interests of uniformity, the treasury ruled 
that the tax should not attach to any part of the cost of 
transportation on imports. The proposed law, however, 
will attach the tax to the part of the bill covering the 
transportation within the United States. 

It is estimated that the tax on freight during the year 
which began July 1 last, will aggregate $75,000,000. Dur- 
ing the part of the year it was in force prior to July 1 
last about $30,000,000 was collected. 

The rule with regard to the domestic end of an import 
shipment by express is to be the same as the new one 
regarding freight of that kind. The tax is one cent for 
each twenty cents or fraction thereof. The receipts from 
that tax during the part of the fiscal year prior to July 
1 was $6,459,000. It is estimated that $20,000,000 will be 
raised by it during the current fiscal year. 

The tax on Pullman seats, berths, and so forth, is to be 
reduced from ten to eight per cent, in the interest of 
uniformity. That change was made at the request of the 
Director-General. He told the committee he intends soon 
to begin issuing a ticket combining the regular and Pull- 
man fare in one and, in the interest of time saving, it is 
desirable that the rate on both parts of the new ticket 
shall be the same. 

During the part of last year the tax on passenger fares 

was in effect the receipts totaled $24,306,000. The ex- 
pectation is the collection this year will be $60,000,000, 
fares having been put up. On Pullman tickets the collec- 
tion amounted to $2,237,000. For the full year it is ex- 
pected to yield $5,000,000. 
* The tax on transportation by pipe line is to be increased 
from 5 to 6.5 per cent of the amount paid. The increase 
was made largely because there has been no increase, so 
the report says, in pipe line rates, while there has been 
a 25 per cent increase in rates for transportation in tank 
cars or barrels. During the part of 1918 the tax was in 
force the government raised $1,453,000. It expects to 
raise $4,550,000 during the current fiscal year. 

A graduated tax is to be placed upon wire messages. 
Five cents is to be the tax on a message costing fourteen 
cents and not more than fifty cents, and ten cents on all 
messages costing more than fifty cents. A tax of ten per 
cent is to be placed upon the amount paid for special wire 
service, except where such private wires are used in col- 
lecting or disseminating news or in the operation of 4 
common carrier. The receipts from messages amounted 
to $6,299,000. The expectation is to raise $16,000,000. 


UNDER FEDERAL CONTROL. 


Effective Aug. 1, 1918, the Galveston Wharf Company 
was placed under federal control and added to the juris 
diction of Federal Manager W. B. Scott, Houston, Tex. 
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Current Topics 
in Washington 


ee Se 8 


Transportation Rationing Desirable. 

—If this war continues through the 

Christmas holidays, it will be a bless- 

ing to the country if the Railroad 

Administration places the people upon 

a transportation ration. In the in- 

terest of decency and safety it will 

be desirable for the authorities to say 

who may go home to see the folks 

and who may not. From nearly every 

industrial district in the country come 

reports that on Labor day trains were 

crowded so that they were like street 

cars at the rush hours. Thousands 

of persons had to stand, packed in the aisles, for hours. 

One train on the Fort Wayne branch of the Pennsylvania 

came into Mansfield O., on Labor Day nearly half an 

hour late with all the standing room in use. It was then 

running on the time of a train from the Toledo branch. 

When the last mentioned train came along there were 

seats to be had, but by the time it reached Massillon 

and Canton it was as bad as the train ahead, which had 

come through from Chicago. Women with children in 

arms were standing. It was that way into Pittsburgh. 

The feverish crowd in the day coaches was emptied into 

the station, which itself was uncomfortably crowded. Men 

and women fought to get to the main-line train leaving 

Pittsburgh at 11:40. There was one man of sense of 

duty at the gates in Pittsburgh. He appeared to violate 

a rule when he began admitting the people to the train- 

shed because another employe asked, in a half alarmed 

way, whether he was going to admit them so long before 

the train was due to leave, as twenty minutes. The 

sleepers were packed before they got to Pittsburgh. The 

suggestion is natural that, so long as it is necessary to 

provide insufficient passenger train accommodations, the 

Nailroad Administration should decline to sell tickets in 

excess of the number of seats. A specified number of 

passengers might be accepted for standing room space, 

with the proviso that they should pay the full fare from 

the station at which they obtain seats, so as to prevent 

the breaking down of the three cents a mile basis. In 

nearly all European countries there are restrictions on 

travel, and in the interest of safety some might be 
adopted in the United States. 


Off-Line Men Needed.—The trouble to travelers, brought 
about through the dismissal of the off-line traffic officials, 
it is believed, is emphasized every day, by the errors that 
are being made by the young women who are being in- 
stalled in railroad offices to take places which it would 
have paid the public had they been reserved for the off- 
line men. It is a conviction that J. M. Belleville was the 
victim of an uninformed clerk when he was not able to 
buy a through ticket from Buffalo to Bellaire, Mich., but 
had to buy to Detroit and then to Bellaire. Errors of 
that kind, in the end, are more costly to the good name 
of the Administration than would be the increase in sal- 
ary it would have been necessary to pay some off-line 
agent to keep him in the Buffalo passenger office. Errors 
as irritating as that, it is the general report, are being 
made at nearly every big station in the country. For 
instance, one of the young women in the Pullman office 
in Buffalo during the National Industrial Traffic League 
meeting cheerfully sold a passenger a lower berth to 
Galion, O., in a New York Central Chicago sleeper. There 
was nothing wrong about the ticket except that it called 
for a berth in a car that was going direct to Chicago 
instead of via the Big Four down into the heart of Ohio. 
The passenger happened to have given himself plenty 
of time to rectify the error and there happened to be 
an upper on a sleeper routed to Cincinnati. Inasmuch, 
however, as the train was composed wholly of sleepers, 
if the berths had all been sold, there would have been 
a pretty legal question as to the liability of the railroad 
company to him if the conductor had refused to carry 
him on the train to Galion. He had taken time by the 
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forelock by buying the transportation thirty-six hours 
ahead. of the leaving time of the train on which he de- 
sired to travel. Nearly alk the off-line agents were be- 
yond draft age when they were dismissed, or beat the 
coming of the blue envelope by engaging themselves to 
industrial concerns and thereby helping swell the attend- 
ance at the Buffalo meeting of the Traffic League. 


No Interview for Oklahomans as Yet.—The Oklahoma 
commission, in its demand for a personal interview with 
Director-General McAdoo, has the sympathy of shippers 
and other commissioners, but the other commissioners 
and shippers are willing to make a small bet that if they 
succeed in persuading Mr. McAdoo to see them they will 
not obtain anything from him other than what has been 
decided upon by Directors Chambers and Prouty long be- 
fore the interview takes place. In other words, they do 
not believe the Oklahomans will be able to upset the 
two directors. To humor them the Director-General may 
consent to see them, but if he does it will probably be 
not until after he has received “dope” as to what con- 
cessions he may make without endangering the rate 
structure that has been erected in the southwest. The 
Director-General has studiously avoided conferences with 
the recognized agents of state commissions and shippers. 
He created the rate committees to take care of the com- 
plaints. To give the shippers a hand in the making of 
rates he consented to placing their representatives on 
the committees, such representatives of shippers being 
an additional expense to them. This effort to have the 
committees settle disputes as to the proper rates may 
result in cutting down the amount of work to be done 
by the Commission on formal complaint. Then again, it, 
may not. If the aggrieved communities like Oklahoma 
and New England do not receive concessions, it is a cer- 
tainty they will go to the Commission. If they do receive 
concessions the door will be open for demands by other 
communities, so that, in the end, the rate reductions it 
was intimated the Director-General would make in the 
fall, on his own motion, may come, if at all, because of 
the vigor of the Oklahoma commission and the critical 
remarks of the New England men who jeer at the sug- 
gestion that criticism of the rate work of the Railroad 
Administration will be in the nature of the soaping of 
the rails, so that the war engine will not make much 
real progress. The New England people have only scorn 
for that kind of argument. 


Some Commendation Sometimes.—It is not always 
growling that the public does at the Railroad Administra- 
tion. It has commendation for its work, especially in that 
matter of having the Pullman conductors who are to take 
out late night trains sit in the big stations and take up 
the tickets of passengers before the latter enter the cars. 
Apparently the Pennsylvania inaugurated that in New 
York before the railroads were taken over, but if so the 
Administration is given credit for continuing that adapta- 
tion of the pay-as-you-enter practice initiated by the Amer- 
ican street railway lines. It saves confusion and delay 
in the cars and enables the passenger with a grouch to 
do his talking far away from the passengers who have 
retired and are trying to get the worth of the money 
they have given up for the privilege of taking cat naps 
between the lurches the engines make in efforts to start 
the heavy trains. Only one of the seven sleepers could 
stretch out in the berth nowadays and lose consciousness 
to the time the porter began jabbing the slumberer in 
the ribs. If the old system of having the conductors 
check up on the transportation after the passenger got 
to the car were in existence, that would be an. intolerable 
condition, taken in conjunction with the plunging the 
engines have to do in an effort to overcome the inertia of 
the trains. 


Waiting for River Tonnage Figures.—Communities on 
the upper Mississippi River, judging from a letter that 
General Keller of the Inlands Waterways Committee of 
the Railroad Administration, has written to L. B. Bos- 
well, commissioner for the Quincy Freight Bureau, are 
not taking as much interest in the establishment. of a 
commercial freight barge line on their part of the river 
as they might be expected to be taking. The general, in 
his letter, says the committee has not. been able to make 
any recommendation to either M. J. Sanders, the head 
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of the Mississippi-Black Warrior barge line service, or to 
Director-General McAdoo because the communities on the 
part of the river above St. Louis have not furnished the 
promised tonnage statistics, which are needed to enable 
the committee to report the probable amount of business 
there would be for the suggested barge line. Their fail- 
ure to hurry forward figures suggests the thought that 
perhaps the interest in re-establishing service on the 
rivers is not as great as has been supposed. 
E. H. 


RELEASE OF BARGE CANAL NEVER 
CONSIDERED 


The Trafic World Washington Bureau. 


Despite the fact that Metropolitan newspapers are cir- 
culating a statement to the effect that the Federal Gov- 
ernment has .decided to take the management of a New 
York State Barge Canal out of the hands of the Railroad 
Administration, officials of that body state that not only 
has such a step not been taken, but that it was-not even 
under contemplation. 


Just the purpose for the circulation of this report or 
the misapprehension of facts upon -which it was based 
are not known here, but the untimeliness of the as- 
persions contained in the leading editorial of at least one 
metropolitan daily are self-evident. The editorial re- 
ferred to-and to which Railroad Administration officials 
have given an unqualified denial is as follows: 


“To obtain the best results the Federal Government is 
reported to have decided to take the management of the 
New York State -Barge Canal out of the hands of the 
Railroad Administration, and to confide the work to 
some other department or to some independent adminis- 
trator who will make it a direct ‘competitor of the rail- 
roads. Railroad men have -acquired ingrained opposition 
to canals and other waterways, jand the Government 
seems to believe that they will not make intensive use 
of this canal, and that. it will get only such traffic as the 
railroads cannot handle. . 

“All men who amount to anything enjoy and court 
competition. The spirit of competition is ingrained in 
the human race and many of the lower animals. It is a 
primitive instinct which develops the mind and body 
from early childhood to old age, and nature should have 
its course. In the Army and Navy, competition between 
regiments and between ship crews stimulates and inter- 
ests the men. Competition between managers of canals 
and railroads should be productive of good. 


“Regulations governing interchange of traffic can easily 
be enforced. Already the canal is allowed to charge 
lower rates than the railroads for the purpose of attract- 
ing business; but an administrator who believes in and 
favors railroads may not give the canal its full share. 
He may also, as a railroad man, look forward to the day 
when the railroads will revert to their private owners 
and the close relations between the private companies 
and the canal owned by the State of New York may be 
disrupted. 

“After spending $150,000,000 on its barge canal, the 
State of New York is entitled to demand that the Fed- 
eral Government make the best possible use of it. This 
canal is a highway for common use by all persons and 
corporations. It should secure for the principal cities 
and towns of this state, from Buffalo to New York City, 
cheap rates and active competition for traffic. It will 
pay the competing railroads better to concentrate their 
efforts on high class freight and passenger traffic, than 
to congest their tracks with low class freight that can 
be handled more cheaply by water if the canal gets a 
fair chance to carry it. 


“Competition between Government administrators will 
put life into their efforts. It will be interesting to watch 
the competition which should improve both canal and 
railroad service. Director-General McAdoo has been 
obliged to warn railroad employes to be more obliging 
in their treatment of the public which pays their wages. 
Some real competition for records of efficiency between 
the canal and railroad staffs will tend to improve the 
morale of both. If the Federal Government hands the 
canal back to the State it will then have a well-organized 
traffic and the municipalities along its course will enjoy 
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the benefits of real competition even if the Federal Gov- 
ernment finally decides to retain-control of the railroads 
of the country. The State cannot be deprived of its 
canal after peace is restored, if it asks for its return, 
until the Constitution of the United States is changed.” 


The canal has been placed under what it considers an 
efficient management, by the Railroad Administration, 
and its tariffs have been placed on file, and in every way 
the Administration considers that it is making use of 
the canal for the benefit of the people and of transpor- 
tation conditions in general in New York State. 


FORM OF CONTRACT COMPLETED 


The Trafic World Washington Bureau. 


The form of contract for compensation to be offered 
railroads by the government, made public by the admin- 
istration on September 5, more carefully guards the in- 
terests of stockholders than the form made public Au- 
gust 7, but is far from what was requested by railroad 
lawyers and especially lawyers for security owners. 


In the modified contract the government retains power 
to deduct money otherwise due to railroads, sums needed 
to bring the roads up to a degree of “normal” maintenance 
necessary to make them safe for operation, but such de- 
ductions may not be made to such an extent as to make 
impossible payments of interest where interest had been 
regularly paid during three-year test period, payments to 
sinking funds, taxes and rents for leased or controlled 
lines. Nor are deductions to be made from compensa- 
tion for additions, improvements or extensions for war pur- 
poses. Deductions are to be within the power of the Presi- 
dent for additions and betterments of “normal” character, 
the President to be judge of deductions of this character. 

This concession assures fixed charges, but not divi- 
dends. 


In a statement explaining the contract, McAdoo says the 
government cannot obligate itself to pay “improvident” 
dividends, but must have power to use money paid by it as 
rent to keep roads in good condition, the government being 
the judge as to what is good condition. 

Upon advice of the solicitor-general, McAdoo rejected 
the modification proposed by railroad lawyers, which, if 
accepted, would have allowed a road to sue for damages 
— by diversion of traffic, loss of good will and things 
ike that. 


If a road makes a contract, the sum promised will be in 
full settlement of all claims for damages, no matter what 
the government does to the property as a going concern. 
If the Pennsylvania, for instance, accepts the contract, no 
damage could be claimed for loss of business to rival 
roads through construction of tracks to plants now ex- 
clusively on rails of Pennsylvania. The promise to return 
the property in as good condition as when taken means 
physical condition. 

McAdoo rejected the demand of roads for money enough 
to pay expenses of corporations not chargeable to operat- 
ing accounts, but waived his own demand that roads fur- 
nish working capital equal to one month’s receipts. 


. The contract, as modified, still gives the government the 
power to deny stockholders dividends on the ground that 
their company did not keep the property in safe condi- 
tion and to wholly scramble it as a going concern by mak- 
ing it possible for a rival to get into its territory during 
the period of federal control, as, for instance, putting 
New York Central into Baltimore and allowing it to build 
terminals so as to be prepared under private control to 
take business from the Pennsylvania and B. & O. without 
being liable to their stockholders for that damage. 


Railroad owners may protect themselves from such con- 
ditions by refusing to make contracts and taking the 
matter to the courts on the bald proposition that the gov: 
ernment has seized their property and they demand pay 
for it. ; 

As to the rate of compensation, McAdoo’s statement indi- 
cates that he will offer the average of the three-year 
period to all roads, subject, of course, to conditions which 
enable him to say whether there shall or shall not be a 
dividend on certain roads or whether the whole amount 
shall be spent on deferred maintenance extensions and 
improvements. 
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Mid-Summer Traffic League Meeting 


Meeting, at Which Government Operation Was Largely Discussed, Concluded—Annual 
Meeting at Cincinnati in November 


Buffalo, N. Y., Aug. 29.—After a most animated dis- 
cussion of the chaotic condition caused by the fact that 
the Administration tariffs do not provide joint rates to 
and from non-controlled roads, the League today in- 
structed President Freer to write Director-General McAdoo 
that it expects him, without delay, to remove such dis- 
criminations against shippers located on such roads. _ T. 
F. Bentley suggested that the trouble should be cured 
by the government taking over all roads, but the League 
members showed such extreme hostility to any further 
extension of government operation that Bentley withdrew 
his motion and F. H. Montgomery suggested the action 
that was ordered. 

Discussion developed that confusion among McAdoo’s 
subordinates as to what roads have and what have not 
been taken over is probably the cause of the confusion, 
especially that shown in Countiss’s tariff re-establishing 
export rates to the Orient. It shows such rates from 
controlled and Canadian roads, but not from non-controlled 
roads. That and other tariffs puts shippers from non-con- 
trolled roads on combinations higher than joint rates via 
controlled roads. ; 

More than half the time of the last day’s session was 
devoted to the stating of facts tending to show that gov- 
ernment operation, undertaken on the pretense of unifica- 
tion and uniformity, has produced exactly the opposite 
result. J. M. Belleville said demoralization has gone so 
far that yesterday he was unable to buy a through ticket 
from Buffalo to Bellaire, Mich., and the result was he had 
to buy another ticket and recheck his trunk at Detroit. 

Stamping of bills of lading with McAdoo’s name, Freer 
and others showed, caused forty stampings to be made 
on dceuments relating to one shipment of foodstuffs. It 
was suggested that the government take over the stamp 
manufacturing places so as to see to it that enough stamps 
were provided to carry out the order to advertise, on the 
bill of lading the fact that McAdoo controls some railroads. 

Each railroad and each agent on each road, the declara- 
tion was made, interprets orders and circulars, the result 
being the greatest confusion ever known even by the 
oldest traffic man present. 

“These orders, circulars and instructions from Wash- 
ington are scrapping all the things we have done to bring 
about uniformity in practices and unification of trans- 
portation,” said J. D. Hashegan; he added that usually 
the shipper gets instruction the day before it is effective 
and has not time to change his practice.. On the day the 
stamping order went into effect, freight was turned back 
from freight houses because bills of lading were not 
stamped. 

“You’re lucky to get the circulars the day before the 
effective date,” observed C. H. Tiffany. “I usually get 
mine ten days after.’ Several members said that at vari- 
ous points shippers are refusing. to stamp bills of lading, 
forcing railroads to advertise the fact that McAdoo is 
Director-General. They take the position that the clas- 
sification prescribes the form for bill of lading, and so 
long as they comply with that they have done their duty. 

hey are getting away with the position they have taken. 

At the request of E. N. Hurley of the Shipping Board 
the League appointed a merchant marine committee to 


take interest in the preservation of the merchant marine 
after the war. The committeemen are: J.C. Lincoln, New 
York, chairman; W. H. Chandler, Boston; George P. Wil- 
son, Philadelphia; Lewis Pfeiffer, New York; L. Nichol- 
son, New Orleans; Seth Mann, San Francisco; J. H. 
Lothrop, Portland, Ore.; C. L. Gregory, New York; F. H. 
Frederick, Chicago; R. D. Sangster, Kansas City; W. P. 
Trickett, Minneapolis; J. A. Morgan, Houston; W. A. Cox, 
Norfolk, and R. S. French, New York. 

Only a feeling that in time of war the citizen must put 
up with losses and inconveniences, not to mention irrita- 
tions caused by foolish disregard of fundamental prin- 
ciples, saved the last day’s session of the League from 
conversion into a continuous criticism of the Railroad 
Administration. As it was, Director-General McAdoo and 
his assistants may come to the conclusion that there was 
precious little other than criticism and objection. 

The basic fact is that practically every man in the 
League meeting has had experiences that make him won- 
der whether, by the time the government officials get 
through with the railroads as physical properties there 
will not be need of both physical and institutional re- 
organization far greater than would have been possible 
had the roads continued in the hands of their owners. 

Last November, in the fall meeting of the League, the 
spirit of the essemblage was decidedly different. Then 
everybody was saying that allowances must be made for 
the railroads, because the acts of government officials 
was placing tasks on them far greater than they could 
be expected to bear unless the government gave help 
by repealing archaic statutes, such as the anti-pooling 
section which makes it impossible to save the mileage 
which the government is now saving, and that part of 
the act to regulate commerce which put it into the power 
of the Secretary of War to appoint the man most ignorant 
of transportation, to say to the carriers how they should 
carry freight for the army. 

The spirit at the Buffalo meeting was that it is a ques- 
tion whether the men in charge of the railroads are 
really trying to operate common carriers to the best ad- 
vantage for the common defense, or whether they are 
operating them to further the ambitions of somebody or 
to forward the peculiar notions of a particular brand of 
political economists. 

No violent slopping over of the feelings took place. 
The members of the League, at times, politely jeered at 
what look like pet ideas of the Director-General, as, for 
instance, his instruction that all bills of lading shall be 
stamped so as to show that the Railroad Administration 
of which William G. McAdoo is Director-General, has 
charge of the railroad, whose agent signs the bills. There 
was nothing malicious in any of the jeers. 

At the last meeting the subjects under consideration 
were: Simplified baggage tariffs and which brought up 
the recently issued courtesy circular; proposed fourth 
section legislation, bills of lading stamping and notices 
to consignors of unclaimed freight; liability clause in 
the proposed switch track agreement; the discriminations 
caused by the fact that the tariffs recently issued by the 
Railroad Administration do not publish joint rates from 
and to points on the non-controlled roads; thereby causing 
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discriminations against communities and particular ship- 
pers, and in some instances against certain commodities, 
because they are produced only on non-controlled roads; 
and the amendment to the demurrage code that confines 
the option of signing the average agreement to “con- 
signees” instead of, as formerly, to receivers. 

These things brought into review much of the Admin- 
istration’s work, and brought’ forward the general criti- 
cism that what is doing results in the destruction of the 
work for unification and uniformity that shippers, and 
especially those represented in the League, have been 
doing and that the scrapping has already gone to such 
an extent conditions are more chaotic than the oldest 
traffic man can remember of their ever having been. In- 
asmuch as J. M. Belleville is twitted with suggestions 
that he was in the traffic game during the Civil War, 
some of the members of the League have memories run- 
ning back to the time when conditions are supposed to 
have been pretty bad. 

John W. Cobey reported what negotiations he, as chair- 
man of the baggage committee, had had with Gerrit 
Fort and E. L. Bevington about the simplification of bag- 
gage tariffs. The latest deevlopment in that matter was 
a telegram dated the day before, from Mr. Fort, saying 
he expected soon to be able to report substantial changes 
toward simplification. 

“IT hope the new rules will show me how I can check 
my trunk from a point on the Michigan Centrai to a point 
on the Pere Marquette,” said My. Belleville. “I was told 
at the consolidated ticket office yesterday that I could not 
puy a through ticket from Buffalo to Bellaire, Mich. So 
I bought to Detroit and when I get there I will buy to 
Bellaire, and incidentally re-check my trunk, which I 
hoped to get on its way before I started.” 

Several members said they found courtesy all right, but 
exceedingly little information. The thought was infor- 
mally expressed that there is more need of information 
than of courtesy, although both are desirable. 

For H. G. Wilson, chairman of the legislative commit- 


’ tee, President Freer reported that a favorable report on 


the rigid fourth section legislation for which the inter- 
mountain country is fighting is a moral certainty. Great 
surprise was expressed that Senator Pomerene of Ohio has 
become obsessed, as somebody said, with the idea that the 
removal of the bad fourth section situation in the trans- 
continental routes will be worth the troubles that will be 
caused in other parts of the country. 

The stamp taxes imposed by the British parliament on 
the colonists could not have been any more unpopular 
than the stamp duties Mr. McAdoo imposed on the ship- 
pers on August 15, if he laid them on their backs, rather 
than upon those of railroad agents. 

“The order must be good for the stamp manufacturers,” 
said C. B. Stafford of Louisville. It means 5,000 or 6,000 
stamps to be ordered by Louisville shippers who have 
been preparing bills of lading for signature hy the rail- 
roads.” 

A Syracuse member said that the Syracuse lines are 
doing their own stamping. That brought out the fact that 
at several points shippers are forcing the railroad agents 
to do that, on the ground that the classification prescribes 
ine form of the bill of lading and they can find nothing 
in it requiring them to do any stamping. Besides, they 
are also finding that the law makes it the duty of the 
carrier to issue a receipt or bill of lading and that what 
the shipper has been doing has been to relieve the carrier 
of just that much work. 
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“Our experience suggests that we recommend that the 
stamp manufacturing establishments be taken over by the 
government,” said F. B. Montgomery, of the Internationa] 
Harvester Company, speaking facetiously. “There must 
be money in the business. The worst feature of the mat- 
ter is that each railroad is making its own interpretation 
and each agent is making his own interpretation of the 
construction made by his company. Hundreds, if not thou- 
sands, of drays were sent back from the freight houses on 
August 16, with their loads, because the bills had not 
been stamped in accordance with a circular which does not 
mean the same thing to any two men in this meeting.” 

President Freer read a letter from a shipper of food 
products, who figured that on account of the regulations 
of the Food Administration and the Railroad Administra. 
tion, the documents covering one shipment of that product 
must be stamped forty-two times. 

“Will that make any plainer who is Director-General?” 
asked one of the delegates in the front row. Mr. Freer 
said he did not know. 

“What I complain about,” said Mr. Hashhegan, “is that 
these orders to make changes do not give us time to re. 
arrange anything because they are generally received only 
a day before the operative date.” 

“You’re lucky,” interjected C. H. Tiffany. “I usually get 
the circular about ten days after the event. 

“T feel that these orders and circulars are destroying 
all the work we have done toward unificaticn and uni- 
formity.” 

F. H. Frederick suggested that the way to meet the un- 
certainty as to the form of the stamp, whether a type- 
writer may be used, or whether some of the legend may be 
written in by hand, is to ask for a receipt from the rail- 


road and then let it decide whether it will put Mr. Mce- 


Adoo’s name first or last on the document. 

At the suggestion of R. D. Sangster the League recon- 
sidered its action of the day before, asking that railroad 
agents be required to notify consignors, within twenty 
days, of the fact that non-perishable freight was unclaimed. 
That was changed to fifteen days because the bill of lad- 
ing committees, in the Bill of Lading case, took the posi- 
tion that such notice should be given in fifteen days. 

E. L. Dalton wanted to have something put into the 
circular of the director general on the subject of un- 
claimed freight to require the agent to notify consignees 
that there is freight for them at the station. Several told 
him that is the rule now but he said his idea was that 
if the director general told them about the rule, they would 
pay more attention to it. Checks made by him showed 
that from thirty to seventy-five per cent of unclaimed 
shipments are unclaimed because no notice of arrival has 
been sent out. This remissness is characteristic of country 
agents, who seem to assume a man knows he has ordered 
something by freight and will make frequent inquiries as 
to whether it has arrived. President Freer said he had 
received notice from Director Prouty’s office that the 
revised circular would require notice to both consignee 
and consignor before sale of the unclaimed property. 

In behalf of P. M. Hanson, chairman of the organiza- 
tion committee it was reported that thirty-four new mem- 
bers had been received during this meeting. No other 
statistics as to increase or decrease in membership was 
available at the time the report was made. 

In behalf of A. W. McLaren, chairman of the committee 
cn railroad leases and switch agreements, John S. Burch- 
more reported that the committee, which had been in- 
structed to prepare a formal complaint in regard to the 
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liability clause of a switch agreement had not filed it be- 
cause the Railroad Administration bureaus are conferring 
on the subject. The division on public service and account- 
ing has recommended a liability section, the substance of 
which is that the railroad shall be liable for its servants 
in what they do on the sidetrack to cause damage. 

Nobody could answer the query as to whether al] side- 
track agreements are to be abrogated by the Administra- 
tion, if it deems them unjust to the carriers that made 
them. 

The real interesting subject of discriminations against 
shippers, against communities and against commodities by 
the fact that some roads are not under federal control was 
precipitated by F. E. Williamson, chairman of the tariff 
committee when he said it has no recommendations to 
make because things are in such an uncertain condition 
that apparently the Commission has suspended its revision 
of tariff circular 18-A. 

President Freer innocently precipitated the criticisms 
about conditions generally by asking the brethren if they 
had seen Countiss’s I. C. C. 1044, re-establishing export 
rates to the Orient over federal-controlled and Canadian 
lines, but not over non-controlled American lines. R. D. 
Sangster produced one with the explanation that Countiss 
could not include the non-controlled lines because he did 
not know them. Freer added that Chambers had told him 
that shortly he intended publishing an I. C. C. tariff show- 
ing the controlled roads, so that a tariff of that kind 
would at least show over what American roads the rates 


do apply. 


T. T. Harkrader of the American Tobacco Company 
said that that company, on behalf of the Durham South- 
bound Railroad, controlled by it, had taken up the sub- 
ject and that it is to be made a party to the tariff. 


“Aren’t we getting into a ridiculous position,” asked 
T. F. Bentley of the Illinois Steel Company, “with the 
Administration publishing joint rates to apply over only 
controlled roads, after all our efforts to link up all the 
roads in the country so rates would apply regardless of 
who owns or controls them? These rates do not seem 
to cancel the old ones. Therefore, it seems that from and 
to points on non-controlled roads the old joint rates ap- 
ply, while from and to controlled roads the new ones are 
in effect. 


“I move that it is the sense of the League that all 
roads should be government controlled or that something 
should be done to restore uniformity. We are getting 
into a horrible condition. Many of the vital industries 
are on non-controlled roads. Tariffs like this create dis- 
criminations and put industries on short lines at a terrific 
disadvantage. I have no personal interest in the matter. 
I know, however, that it will make it almost impossible 
for buyers of raw materials to do any accurate figuring 
because they cannot be sure of rates.” 


“Our interest is in rates and service,” observed C. H. 
Tiffany, “not in questions as to who owns or who con- 
trols a road. It is more important to us that that part 
of the act to regulate commerce requiring the establish- 
ment of through routes and joint rates be enforced than 
that the government take over or do not take over this, 
that or the other road. The situation in some parts of 
the country is extremely critical to industries.” R. D. 
Sangster backed up the suggestion that the interest of 
the League is in rates and service and not in questions 
of ownership or control. 

After considerable time was spent on discussion of the 
motion, Mr. Bentley withdrew it, saying he had accom- 
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plished what he desired, namely, a discussion that will 
enforce upon the members the thought that the situation 
is grave and needs their attention in all concrete cases. 

As a substitute. for motions and discussion, Mr. Mont- 
gomery proposed an instruction to President Freer to wire 
to Director-General McAdoo that the League expects him 
to remove these discriminations without delay. In fact, 
Mr. Montgomery used’ the word “immediately.” 

Immediately after the League had instructed Freer to 
wire to McAdoo, J. E. Walsh, of the Canadian Manufac- 
turers’ Association, on the earnest solicitation of Mr. Freer 
made the few remarks in which he expressed the sincere 
hope that the Canadian government will not take over the 
railroads, and expressed surprise that, as he had learned 
from The Traffic World, and from remarks made at the 
ineeting, that while the public is supposed to be operating 
the railroads, the shipping public has so small representa- 
tion at Washington and on the rate committees. He did 
not utter the thoughts in criticism of anything that has 
been done south of the international line, but merely as 
to the impressions he, as a Canadian, had formed from the 
experiences of American shippers as told by the members 
ef the League. 

Charles Rippin, speaking for the demurrage committee, 
submitted a report, tentatively agreed upon by. the com- 
mittee and a committee from the American Railway Asso- 
ciation, in which it is agreed that the conference rulings 
of the Commission, which caused the railroads to amend 
tbe demurrage code so that only “consignees” and not 
“receivers” of freight may sign the average agreement. He 
said the railroads amended the code because they claim 
conference rulings forced them to do so. The effect is to 
make it impossible for public warehouses and elevators to 
compete with railroad-owned elevators and warehouses, 
because they cannot take advantage of the average agree- 
ment by combining the shipments to various consignees 
sent to their houses. The League endorsed the proposed 
restoration. 

Other phases of the demurrage code questions were 
brought forward by Messrs. Hashegan and Rhodehouse. 
The former also asked the League to look into the question 
of consular invoices with a view to having it made possible 
to have them made uniform and in English. 

Then the League, as a good bye, adopted a resolution 
suggesting to Director General McAdoo, that he should 
appoint as one of his advisers some representative of 
shippers who had actually handled shipments. He said 
that if Mr. McAdoo could read the minutes of the meet- 
ing he would realize the necessity of having about him 
somebody other than railroad executives and attorneys. 
He said that while the shippers have a high appreciation 
of Messrs. Prouty and Walter, those men he believed would 
second him in saying there should be somebody among 
the advisers who has actually handled goods. 

The annual meeting, the executive committee then an- 
nounced, would be held in Cincinnati in November. Buffalo 
was thanked for its hospitality, and then the League ad- 
journed. 

In addition to those shown, in last week’s issue of The 
Traffic World, the following also registered: R. S. French, 
National League of Commission Merchants, New York; 
A. E. Heiss, Traffic World, Chicago; R. G. Phillips, Inter- 
national Apple Shippers’ Association, Rochester, N. Y.; 
M. M. Davis, Hammermill Paper Co., Erie, Pa.; F. O. 
Johnson, Erie Forge Co., Erie, Pa.; T. B. Mansfield, Cutler- 
Hammer Mfg. Co., Milwaukee, Wis.; W. Dean Transfer 
Lumber & Shingle Co., North Tonawanda, N. Y.; A. W. 


McLaren, Morris & Co., Chicago; E. W. Kerr, Pratt & 
Letchworth Co., Buffalo, N. Y.; R. E. Squires, Stein, Hall 
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& Co., Chicago; F. J. DeMars, American Radiator Co., 
Buffalo, N. Y.; G. H. Anderson, Manhattan Electric Supply 
Co., Inc., Chicago; W. J. Womer, Consumers Company, 
Chicago; F. J. Goodfellow, National Wood Chemical As- 
sociation, Bradford, Pa.; N. H. Kendall, Chicago Coal 
Merchants’ Association, Chicago; B. F. Curtiss, Norton 
Company,. Worcester, Mass.; G. M. Freer, Chamber of Com- 


-merce, Cincinnati, O.; J. Lindsay, Republic Metalware Co., 


Buffalo, N. Y.; W. H. Day, Jr., Lynn Chamber of Com- 
merce, Lynn, Mass.; C. H. Tiffany, New England Paper 
& Pulp Traffic Association, Boston; W. W. Ingalls, Penick 
& Ford, New Orleans, La.; H. W. Holden, Pittsburgh- 
Des Moines Co., Pittsburgh; F. G. Pick, Flint Board of 
Commerce, Flint, Mich.; Geo. A. Bowman, B. R. & P. Rail- 
way, Buffalo, N. Y.; H. G. Maxwell, Chamber of Com- 
merce, Dallas, Tex.; J. C. Lincoln, Merchants’ Association 
of New York, New York City; W. H. Chandler, Boston 
Chamber of Commerce, Boston, Mass.; F. C. Gorton, 
Standard Parts Co., Cleveland, O.; James E. Walsh, Cana- 
dian Manufacturers’ Association, Toronto, Can.; W. P. 
Dunn, International Harvester Co., Hamilton, Can.; W. A. 
Jacobson, American International Ship Building Corpora- 
tion, Hog Island, Pa.; C. V. Horan, Jacob Dold Packing Co., 
Buffalo, N. Y. 


THE NEW ENGLAND SITUATION 


The Trafic World Washington Bureau. 


Director-General McAdoo, on September 4, began an 
inspection of New England roads. In theory he started 
out to have a look at the physical properties. It was 
suspected, however, that he had another motive, and that 
that was to find out how much of a foundation there 
is for the protests that have come from that part of the 
country against the double increase which the New Haven 
has made in rates and the third layer it proposes to 
place on the shippers of that country so as to eliminate 
the fourth section violations by increasing the class rates 
between New England and trunk line territory. 

New England industries are bitter on account of the 
double increase, the first having been made on the per- 
mission granted by the Interstate Commerce Commission 
in accordance with the so-called Anderson scale and the 
second under authority of General Order No. 28. 


The so-called New England case was decided early in 
May—-before the public had any information concerning 
the big advance then in contemplation, other than the ru- 
mors that circulated and were not denied further than 
the declarations of the men who were handling the sub- 
ject that no specific conclusion had been reached. Com- 
missioner Anderson’s report said that for rate-making 
purposes Massachusetts, in considerable part, is no higher 
in the scale of traffic density than the southern peninsula 
of Michigan. 

Nobody will probably ever know definitely whether the 
Commission, at the time it made its report, knew that 
McAdoo was about to add twenty-five per cent to existing 
rates. Those who give the Commission credit for being 
reasonable, argue that it knew nothing of the intention 
of the President to declare the existence of an emergency 
calling for a twenty-five per cent addition to rates, else 
it would not have made the report adding twelve per 
cent to the class rates. 


The New England freight rate committee has been 
listening to the complaints of New England shippers, who 
think the rate situation in that part of the country is 
the most unjust that could be imagined. William M. 
Chase, traffic manager for the Brockton Chamber of Com- 
merce, at a recent hearing before that committee pointed 
out the injustices that have been laid upon that point in 
the vast shoe industry of New England. He also pointed 
out how they may be removed. He did not, as so many 
others have done, merely point out the injustice and allow 
the committee to guess as to what would be the remedy. 
He said: 

“Preliminary to further talk it may be permissible for 
me to declare that I defer to no man on the score of 
loyalty and patriotism, or to a genuine desire to aid the 
administration in any way that [ can in efforts that will 
help speedily win the war. Neither do I expect to be 


thrown off my balance by the suggestion that anyone 
who criticizes the acts of the administration agencies is 
unpatriotic and dangerous. 


To remain passive and un- 
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complaining under an injustice is not commendable: jt 
is cowardice. 

“Adoption of measures to win the war do not neces. 
sarily discard all respect for justice and common sense. 
Freight tariffs against which our complaint is made, vio- 
late both. Their continuance has nothing to do with 
winning the war. It is more likely to promote discontent 
and discord. 

“The Railroad Administration when Order No. 28 was 
promulgated, asked for assistance in ‘making the in- 
evitable readjustments needed to accomplish the largest 
measure of relative justice.” It would seem that those 
who made up the rates in the present New England rail- 
road freight tariffs as well as the recent move to over. 
come the many fourth section violations had entirely lost 
sight of that admonition. Continuance of present freight 
tariffs and the adoption of 72 cents as the maximum 
scale to trunk line territory west of the Hudson River 
would accomplish the largest measure of injustice to the 
shipper who is so situated that he must ship his freight 
by the N. Y., N. H. & H. Railroad. 

“The decision in Interstate Commerce Commission case 
No. 9953, known as the New England rate case, was 
rendered before May 1, the findings being such that the 
Interstate Commerce Commission gave the New England 
roads permission to file advance rate tariffs. 

“Just why the N. Y., N. H. & H. rate-makers were so 
much quicker on the trigger than other New England 
roads is not clear. Permission was not a mandate. No- 
body, so far as I know, connected with the Railroad Ad- 
ministration urged the railroad to increase their rates 
as permitted by the Interstate Commerce Commission. 
It has been a long time since the permission was given 
and still the New Haven is the only New England rail- 
road that has seen fit to take advantage of the permis- 
sion, and is the only one to impose upon the users of 
its freight carrying facilities a discrimination which in 
ordinary times would so handicap manufacturers that 
they would be crippled in trying to compete with others 
located on other roads where freight rates are less bur- 
densome. Simple justice requires that before industrial 
conditions again become normal these inequalities be ad- 
justed and a reign of common sense restored. The 
prayer of the petitioners to the N. Y., N. H. & H. Rail- 
road, which is before you, is that discriminatory rates 
be abrogated and reparation made for freight overcharges 
which have accrued by reason of their enforcement. 

“The complaint of the Brockton Chamber of Commerce, 
which institution it is my duty to represent, requested 
the Interstate Commerce Commission to exert its author- 
ity so that action toward this end be taken as quickly as 
possible. 

“A quick way to accomplish this act of justice would 
be to abolish the basis of rates imposed by the so-called 
Anderson scale, allowing Order No. 28 rates to become and 
continue effective. Another simple way which would at 
least overcome the obvious unjust and ridiculous viola- 
tions of the fourth section would be to insert in the 
N. Y., N. H. & H. Railroad freight tariffs, the provision 
that no higher rate shall be applied than is named to a 
farther distant point in the same line, as now all roads 
and routes are one line. 


“You all doubtless know that Brockton’s chief industry 
is shoemaking. Its prosperity is almost wholly depend- 
ent upon that industry. You also know that to-day the 
industry is carried on extensively outside of New Eng: 
land; Cincinnati and St. Louis are great shoemaking 
centers. 

“If leather is bought from Pennsylvania tanners and 
freight rates therefrom are higher to Brockton than to 
Circinnati, then the Brockton manufacturer is handi- 
capped to the extent of the difference. If the finished 
product can reach the eastern states and the central west 
at lower freight rates, the handicap is added to. 

“Brockton shoe product is generally sold f. o. b. Boston 
or New York; therefore advance rate to New York by 
the Anderson scale of 12 per cent plus the 25 per cent 
advance under Order No. 28 penalizes the Brockton 
product just that 12 per cent, whereas the application 
of 25 per cent advance would maintain an equal balance 
regardless of location of the shipper. If the Brockton 
product is delivered’ at Boston as against Haverhill prod- 
uct, then there is a 25 per cent handicap against Brockton 
in freight charges.” 
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(By a Staff Correspondent) 


San Francisco, Cal.—By holding the consolidated classi- 
fication hearing in session until 7 o’clock in the evening 
Friday, August 30, Examiner Disque was able to finish 
the San Francisco proceedings in one day. The number 
of shippers who appeared to protest was small, most of 
them being concerned in the proposed rule 10. As in 
other western hearings, it was made plain that the ship- 
ping public in the west is opposed to the rule. At San 
Francisco the showing was by California communities, 
both terminal and interior. 

The hearing was opened by a general informal discus- 
sion of the rule in which questions were fired at Chairman 
Fyfe of the Western committee. He expressed the opin- 
ion that the effect of the proposed rule would be to build 
up industry in the west and that the Pacific coast was 
admirably situated to use such a rule. With this the 
shippers heartily and unanimously disagreed. 

L. C. Neff, assistant manager of the San Francisco 
Chamber of Commerce traffic bureau, was the first witness 
and after he finished he put on several others. The 
proposed rule, he said, would work havoc to San Fran- 
cisco industrial and commercial interests. It might be 
beneficial to some communities, he said, but it would un- 
doubtedly be detrimental to others—for instance, San 
Francisco. The rule might be an advantage in promoting 
the heavier loading of cars, but eastern shippers, in mak- 
‘ng up carloads to take advantage of the mixture privi- 
lege offered, would have to use articles of which there 
was a surplus at the point of destination, thus effecting 
a waste of equipment. It would allow houses in the east 
—at Kansas City and St. Louis, for instance—to get into 
the Pacific coast territory at lower rates than at present 
and thus disrupt an arrangement that had been in effect 
for many years, he said. 

Kansas City and other Missouri River cities had argued, 
at previous hearings, that the proposed rule would benefit 
jobbers further east at their expense, but no one asked 
Mr. Neff or made the point otherwise how Kansas City, 
for instance, would suffer on the whole if it lost business 
to Chicago and gained it at the expense of the coast. 

James A. Keller, traffic manager of the Baker, Ham- 
ilton & Pacific Company, San Francisco, and also traffic 
manager of the’ Pacific Portland Cement Company, Con 
solidated, and of its industrial railroads, was a lively wit- 
ness. He talked of implements, machinery and vehicles, 
and the possibilities for ruinous competition that would 
be opened through the privilege of mixing such commodi- 
ties. The field would be open for the freight forwarders, 
he said, and he was sure disaster would result. He asked 
why, if the rule was a good one, it had not been put 
into effect before. The region west of the Rocky Moun- 
tains was absolutely satisfied with present conditions, he 
said; it was a region of special conditions and it asked 
to be let alone. He pointed out that W. G. McAdoo, Di- 
rector-General of Railroads, was also interested in the 
sale of Liberty Bonds and had recently toured the west 
boosting subscriptions. 

“You may laugh,” said he, “but it isn’t a laughing mat- 
ter. If this rule goes into effect we can buy no more 
bonds. We shall have to stop doing business.” 


He said the rule would not do the east any good. Mr. 
Colquitt asked how, then, it would do the west harm. 
Mr. Keller said it was the freight forwarders that were 
most feared and that would reap the greatest profit. 


S. R. Newbauer, representing J. H. Newbauer & Co., of 
San Francisco, and the San Joaquin Grocery Company of 
Fresno and Bakersfield, was the last of Mr. Neff’s wit- 
nesses. He made a strong witness and his testimony was 
helped by sympathetic questions from Fred P. Gregson 
of Ios Angeles, F. M. Hill of Fresno and Mr. Bradley 


of the Sacramento Merchants’ and Manufacturers’ Asso- - 


ciation. He spoke also for the Northern California Gro- 
cers’ Association. The rule, he said, would decrease the 
Sphere of usefulness of the California wholesale grocer 
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and would bring no benefit to the ultimate consumer. 
The forwarding companies would become an adjunct to 
the railroads. The new plan of doing business that would 
ensue, he said, would be more expensive. One of the 
items of this increased expense, he said, would be the 
necessity for business men making a closer study ~of’ 
freight rates and classification, or employing men to do 
it for them. Thus, he pointed out, the consumer would 
not be the gainer. Again, he said, the rule would cut 
down the number of local centers of distribution, which 
are a benefit to the communities they serve. 

Cc. W. Wild, general manager of the Crane Company, 
San Francisco, spoke decidedly against the rule and he 
said he also represented the other plumbing supply houses 
of the city. 

Mr. Gregson, traffic manager of the Associated Jobbers 
of Los Angeles, said he believed the effect of the rule 
would be to paralyze the factories and commercial houses 
on the coast. What he called the “evil of the brokers 
and the freight forwarders” would grow. He referred to 
them as the “consolidated pirates.” Examiner Disque 
asked who got the benefit of the work of the 135 freight 
forwarders in Los Angeles. 

“Believe me, the consumer don’t get it,’ replied Mr. 
Gregson. “The forwarder gets some of it and the retailer 
isn’t overlooking anything.” 

Mr. Colquitt asked why, if this were all so, the for- 
warders did not appear to urge the adoption of the rule. 
Mr. Gregson said that might be due partly to the fact 
that they did not know about the proceeding and partly 
to the fact that they realize that they are not a necessary 
part of commerce, in spite of what the Supreme Court 
has held in regard to them. 

Examiner Disque caused it to appear in the record, for 
the information of the Commission, that The Traffic World 
publishes each week two pages of advertising matter 
from freight forwarders all over the country. 

Charles Clifford, appearing for the following jobbers and 
manufacturers of San Francisco, objected, in the abstract, 
to any rule that permits indiscriminate mixing of com- 
modities as set forth either under the provisions of rule 
10 of the Official Classification or as set forth in the pro- 
posed consolidated classification: Mark-Lally Company, 
George H. Taylor Company, Crane Company, Dalziel-Moller 
Company, M. Stulsaft Company, Pacific Sanitary Mfg. Com- 
pany, Holbrook, Merrill & Stetson, Dunham, Carrigan & 
Hayden Company, R. W. Kinney Company, California 
Steam & Plumbing Supply Company, Standard Sanitary 
Mfg. Company. 

The rule, he said, if adopted and made applicable to 
Pacific coast terminals and interior points, would enable~ 
“consolidators” and eastern jobbers and manufacturers to 
make up into carload lots thousands of less-carload ship- 
ments that are now, and have been, moving at the less- 
than-carload rates. Because a similar rule is now ap- 
plicable to traffic moving between points in Official Clas- 
sification territory is, he said, no reason for its adoption 
as applicable to Pacific coast and interior traffic for the 
following reasons: 

First—That the spread as between the carload and less- 
carload rates in the Official Classification territory is rel- 
atively small as compared with the spread from eastern 
defined territories to Pacific coast terminals and interior 
points. 

Second—That if rule 10 is adopted and made applicable 
to Pacific coast terminals and interior points, unquestion- 
ably a very large percentage of the traffic that is now 
moving under L. C. L. rates will be consolidated by the 
eastern jobbers or “consolidators” into carload lots in 
the case of where the classification names carload rates— 
and there are thousands of items subject to carload rates. 

Third—That the revenue derived from the Pacific coast 
L. C. L. traffic is enormous cannot be denied, and any 
reductions by such a basis as rule 10 would be extremely 
hurtful to the government in that a tremendous decrease 
of revenue would result. It would also be disastrous to 
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those on the coast who have adjusted themselves to the 
basis of rates, rules and conditions now appearing in the 
tariffs and classifications governing the traffic. 


Fourth—That no economy can be accomplished in the 
way of reduction in operating costs under the rule 10 
plan seems very obvious, because under the present plan 
the carriers load at their freight sheds all L. C. L. traffic 
and are loading merchandise cars to their carrying or 
visible capacity—at least should do so according to gov- 
ernment orders. Whereas, if a consolidator: does the load- 
ing he is interested only in loading the minimum weight 
and the amount he can make out of the transaction and 
not in loading cars to their carrying or visible capacity. 
For instance, if he has 12,000 pounds, all classified in 
carload lots at second class and 1%-L. C. L., he will not 
load in same car articles classified in C. L. lots lower 
than second class. He will also avoid using any dunnage 
if possible. 5 

Fifth—That in a large number of instances throughout 
the Western Classification it is required that L. C. L. 
freight be boxed or crated—also knocked down and nested, 
etc., while these conditions are not required in many in- 
stances when the same shipments are tendered in carload 
lots in the case of where there are carload rates. Less- 
carload shipments are usually shipped in boxes or barrels 
in cases of where lower rates obtain when so packed than 
when shipped in crates, bags, bales or bundles, or loose, 
on account of the penalty assessed by the classification 
and tariff provisions. It cannot be denied, we submit, that 
the revenue derived from the weight of containers is 
enormous; and it also cannot be denied, we aver, that 
there is a greater hazard in handling a large number of 
commodities loose than when shipped in containers—and 
as a consequence, naturally, more loss and damage claims. 

Sixth—That if rule’10 is adopted the “consolidator” is 
going to work on the principle of all the traffic will 
bear, in figuring his charge for consolidating, etc., and will 
have taken a lot of money that now accrues to the gov- 
ernment, and that for many reasons should continue to 
accrue to the government. The “consolidator’” plan will 
be to eliminate the shipping of commodities from the Pa- 
cific coast distributing points to the interior, thus destroy- 
ing a large revenue. 

The “consolidator” will not, of course, confine his op- 
erations to the interior traffic, for he will, if rule 10 is 
adopted, find “fat pickings” at such large points as San 
Francisco, Los Angeles, San Joe, Portland, Seattle, etc., 
in that these points handle a tremendous tonnage that 
moves in L. C. L. lots, which are provided for with carload 
ratings in the Western Classification. The effect on the 
3 per cent war revenue tax would be enormous if rule 
10 is adopted. - 

The interior merchants, if rule 10 is adopted, will not 
lose sight of the saving on their freight shipments; and 
if they are not familiar with the advantages that would 
accrue to them under the provision of rule 10 they will 
be educated by the eastern jobbers and “consolidators.’: 
We have gone into, at considerable length, the advan- 
tages that would accrue under rule 10, as our exhibit 
shows, but at that we have only “scratched the surface,” 
so to speak, on account of the tremendous scope of what 
is allowed by this rule and the thousands of commodities 
that would be amenable to same. 

Take a house like Sears, Roebuck & Co. of Chicago, 
for instance, who handle an exceptionally wide rdnge of 
commodities, and who employ expert traffic men, would, 
under the provisions of rule 10, be able to make up mixed 
carloads of their commodities, in the case of where car- 
load ratings are provided, not only for the large cities 
on this coast, but also for the interior. 

They could, in the case of the lower San Joaquin Valley, 
for instance, mix Fresno, proper, shipments with those 
destined to points contiguous to Fresno, like Hanford, 
Tulare, Porterville, Bakersfield, etc., and could well afford 
to pay the local from Fresno on account of the great sav- 
ing that would accrue by reason of the consolidating into 
carloads to Fresno. They could distribute from Sacra- 
mento to all points north and east thereof until they 
would run into points that might be distributed—on the 
north by Portland and on the east by Reno or Salt Lake. 
This is so obvious that it does not permit, we submit, of 
contradiction. 

It will be noted that by referring to tariff 1-Q, I. C. C. 
No. 1048, that there is a spread only of 2 cents as be- 
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tween fifth class and class A from groups A, B, C, D, and 
from group E only 4 cents per 100 pounds, while from 


‘the other groups fifth class and class A are the same. 


By referring to the Western Classification it will be noted 
that thousands of articles are rated fifth and class A. 
We call attention to this for the reason that there would 
be no particular disadvantage in mixing articles rated 
fifth class with those rated class A from group A to E, 
inclusive, while from the other groups, as stated, fifth 
and A is the same. So that an eastern jobber or manu- 
facturer would not hesitate to put articles rated fifth class 
in with articles rated class A on account of the slight 
variation in rates mentioned. However, owing to the large 
volume of traffic moving, “consolidators” would have no 
difficulty in loading in same car commodities classified 
alike in carload lots. 

Of course, many commodities are and have been con- 
solidated, but this practice is limited, due to the fact that 
the mixtures now appearing in the tariffs and classifica- 
tion applicable to transcontinental traffic are confined, 
generally speaking, to related articles; and further diff- 
culties are encountered on account of the fact that the 
points of production are scattered, which forces the pay- 
ment of local rates to a point of concentration. For in- 
stance, a consolidator having 3,000 pounds of machinery 
at Cincinnati, if it is intended to obtain the carload rate 
thereon, must load same in with other machinery entitled 
to mix, or forward same to Chicago or some other point 
of concentration. While, under the provisions of rule 10, 
if adopted, the consolidator would be able to load the 3,000 
pounds with any freight classified fifth class or class A 
and thereby be in position to make up full carloads at all 
of the large eastern points of production. 

Under the present adjustment the consolidator is cir- 
cumscribed and limited for the reason that it is difficult 
for him to make up carloads promptly. 

Under existing conditions consolidated shipments move 
largely to San Francisco and other large cities and from 
where distribution is made to the various interior points, 
whereas under the provisions of rule 10 it will be possible 
to make up full carloads for direct shipments to the in- 
terior, on account of the large number of commodities 
provided for at carload rates and the importance of the 
interior territory. 

Tariff reference covering the movement from the east 
is R. H. Countiss No. 1-Q, I. C. C. No. 1048, and in the 
case of rates shown from San Francisco, tariff reference 
is Southern Pacific Company I. C. C. No. 3543 and 3432. 

Mr. Clifford’s exhibit contained examples based on the 
application of rule 10, showing in some instances the car- 
load rates to San Francisco plus the L. C. L. rates to 
various points in the interior, and other methods of figur- 
ing based on the rule. 

Mr. Bradley, of the Sacramento Merchants’ and Manu- 
facturers’ Association, made a brief statement to the effect 
that his clients were opposed to the proposed rule. Mr. 
Hill of Fresno made a similar statement. 


O. T. Helping of the Riverside Portland Cement Com- 
pany wanted the continuance of the present fertilizer list 
in the south if rule 10 is not adopted. 

In answer to a question from Mr. Neff, Mr. Fyfe stated 
emphatically that if the rule is not adopted he will insist 
that the present mixture be continued, realizing that that 
would have to be done. Mr. Collyer said the same thing 
would apply to the other territories and that the consoli- 
dated classification would have to be entirely reconstructed 
under such circumstances. 


Examiner Disque asked if it was understood that the 
three territories would agree on specific mixtures if the 
proposed rule 10 were not adopted. 


“The devil himself couldn’t write the necessary mix- 
tures, and if he did the book would be over a thousand 
pages instead of five hundred,” replied Mr. Fyfe. 

This ended the testimony on rule 10. 

S. K. Burgess of Los Angeles, a manufacturer of oil well 
machinery, discussed the classification of working barrels. 

H. M. Wade of the Redwood Manufacturers’ Company 
talked about wood pipe, protesting the proposed advance 
in minimum weight in western territory. He wanted the 
reference to rule 34 eliminated, not otherwise objecting 
to the 30,000-pound minimum provided. 


Mr. Bradley of Sacramento briefly and formally pro- 
tested the proposed advance on sugar in single bags and 
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from fourth to third class on soap, lard substitutes, and 
syrup 

_ F. Herrod, for the American Beet Sugar Company, 
seconded what Mr. Bradley had to say on sugar in single 
bags. 

Hearing at Denver. 

The first day’s hearing on the proposed consolidated 
classifications in Denver, September 5, lasted until 6:30 
p. m. Rule 10 was the principal subject considered. 
Those who took the stand against it weer Mr. Prickett, 
manager of the Traffic Bureau of Utah; W. S. Mc- 
Carthy, representing the Salt Lake Hardware Company, 
with plants at Salt Lake City and Pocatello; D. W. Cow- 
den, of the H. D. Lee Mercantile Company, Salina, Kan., 
with a branch at Kansas City, Mo.; Traffic Commissioner 
Maxwell of the Denver Transportation Bureau; B. S. Craig, 
secretary of the Hutchinson Traffic Bureau, Hutchinson, 
Kan.; R. O. McCormick of the Wichita Kansas Board of 
Commerce, and W. H. Birm, of the Bogue-Wendsley Lead 
Company, Denver. Mr. Cowden was put on the stand by 
Mr. Kinkel, member of the Kansas commission, who also 
asked many questions at other times, indicating his oppo- 
sition to the rule, as did also H. W. Robinson of the Mary 
Murphy Gold Mining Company, Denver. 

Two questions asked by Examiner Disque might indicate 
the trend of his thoughts on the subject. He asked Mr. 
McCarthy if he would be satisfied to accept the rule in 
the classification with the provision that it should not 
apply from points east of the Mississippi to points west 
of the Missouri River. Mr. McCarthy said that would go 
far to remove the objection. 

Later on Mr. Disque asked Mr. Collyer if the western 
mixture could not be allowed in the east and rule 10 al- 
lowed also, with the provision that the rule should not 
apply in the west. Mr. Collyer said that would be prac- 
ticable. 

The protests from shippers heard at Denver were much 
the same as had been heard at other western points, the 
fear being that the rule would enable eastern dealers to 
take the business away from western jobbers. 

Mr. McCarthy spoke also as a director of the Traffic 
Bureau of Utah, representing, he said, practically all the 
jobbing interests of the state. He said the rule would 
operate ultimately to centralize jobbing business at eastern 
producing points, which was not desirable. He said that 
under it the mail order houses would go direct to the con- 
sumer and put the retailer out of business, which prop- 
osition was scouted by the classification men. He could 
see no benefit except to the big eastern distributor, and 
he drew a picture of the distress that would be visited on 
the western country. Asked by Mr. Disque what he would 
do about a mixture rule in view of the desire for uniform- 
ity, he confessed that he was like the Irish city council- 
man, who said he thought the police force ought to have 
uniforms as much alike as possible. He could not say 
what should be done. 

Mr. Cowden, a wholesale grccer, pointed out the advan- 
tage of the eastern jobber under the proposed rule in be- 
ing able to ship at fifth class to the small consuming 
point in the west, while the Salina jobber, for instance, 
must pay fifth class to Salina and fourth class out to the 
consuming point. He gave many illustrations. The ulti- 
mate consumer would not benefit, he said, because the 
Saving in rates would be so small on a single item that 
it could not be distribtued among the customers. 

Mr. Maxwell spoke for his organization and also for 
others—groceries, hardware, machinery, lumber and paper 
houses in Colorado. He added the former to the list of 
those who would, ultimately, be put out of the business 
by the rule, because the shipping out of the jobber and 
the retailer would deprive the farmer of his market. He 
said, as a matter of principle, he favored uniformity of 
classification, and he thought the west would be better off 
Without any mixture, with perhaps some exceptions, but 
he said the west did not want the rule and ought not to 
be made to take it. He thought the Director-General had 
given the committee an impossible task in asking it to 
make uniform rules. It was explained to him that the 
Conimittee had been thus instructed and that a mixture 
rule must be adopted or attempted consolidation would 
fail He said there could be no disgrace in the committee 
reporting that the job could not be done, at least in so 
Short a time. 

He was closely questioned by Mr. Collyer as to the prin- 
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ciples on which he based his opposition to the rule, and 
he kept on pointing out the hardships that would result 
to the west. Mr. Disque finally remarked that the objec- 
tions of the witness seemed to be raised on expediency 
rather than principle, and Mr. Collyer desisted. Mr. 
Prickett said he spoke for forty concerns. He seconded 
Mr. McCarthy’s remarks. He added that the general 
freight agents of western lines were not in favor of the 
proposed rule, on the theory that increasing mixtures 
tends to retard the development of the territory and 
checks the growth of traffic. He also argued that this 
rule would decrease the net revenue of the carriers. 

Mr. McCormick gave perhaps the first direct answer to 
the repeated question as to how uniformity was to be 
brought about if the demand of the west that rule 10 be 
not put into effect was to be complied with. He said 


uniformity should not be ordered at the cost of disrupting 
business and that if business interests in all territories 
could not be properly protected then ‘uniformity should be 
given up as a bad job. Mr. Prickett also protested the 
elimination of the item of junk in western territory. 


ANTHRACITE POOL FORMED 


It having been decided, with the approval of the Federal 
Fuel Administration, to pool tidewater shipments of anthra- 
cite coal at South Amboy, N. J., the following executive 
committee has been appointed: R. C. Hill, H. W. Lewis, 
W. H. Carpenter, Gardner Pattison, H. H. Lineaweaver, 
C. F. Randolph, Walter Thayer. 

The executive committee has adopted the following rules 
for the government of the pool: 

1. G. W. Crane, terminal and shipping agent, Pennsyl- 
vania Railroad, South Amboy, shall be the pool manager 
and shall maintain record to show disposition made of 
each car of tidewater coal shipped to the pool and shall 
have authority over the conduct and administration of the 
pooling arrangement. 

2. Any tidewater shipper or consignee of anthracite 
coal may become a member of the pool by furnishing ref- 
erence which will meet with the approval of the executive 
committee and by subscribing to these rules. A member 
may withdraw from the pool upon ten days’ notice to the 
executive committee, subject to their approval, the mem- 
ber so withdrawing to stand his proportion of the full 
month’s demurrage, and provided he has no debit in the 
pool and all his obligations connected with the arrange- 
ment have been met. 

3. The only coal acceptable for pooling shall be fresh- 
mined, washery and river coal that is screened and prop- 
erly prepared as to the following sizes: Broken, egg, 
stove, chestnut, pea, buckwheat No. 1, buckwheat No. 2, 
buckwheat No. 3, buckwheat No. 4. 

Shipments, of sizes pea and larger, shall be pooled and 
dumped, according to sizes, as follows: Lykens Valley 
(coal from)—Franklin Colliery, Buck Ridge Colliery, Co- 
lonial Lykens Valley Colliery. Red Ash (coal from)— 
Luke Fidler Colliery, Colbert Colliery. 

White Ash. 

All other shipments, of sizes pea coal and larger, shall 
be classified as white ash coal, and pooled and dumped 
according to sizes. 

All sizes below pea, from all districts, shall be pooled 


eand dumped according to sizes. 


4. Shipments shall be consigned to the South Amboy 
Anthracite Pool for account of the shipper or consignee 
(as the case may be) member thereof. 

5. Daily statements showing the initials and numbers 
of all cars shipped to South Amboy piers for account of 
the several members, with other necessary details, will 
be forwarded by the opérator or shipper to the pool man- 
ager. Any diversions or reconsignments which are made 
of pool coal will be reportéd by the railroad company to 
the pool manager. 

6. Members shall keep the pool manager advised of the 
vessels which they have chartered for loading. They shall 
send to the pool manager their orders for the loading of 
vessels for their account, with the necessary information 
as to the tonnage, classifiaction of the coal to be loaded, 
etc., and the carrier is hereby authorized to make delivery 
of any pool coal in accordance with the rules and provi- 
sions of this agreement. 

7. No member shall be entitled to any coal from a 
designated consigning pool unless the accounts show that 
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said member has an equal amount to his credit on hand or 
in transit in that pool. 

8. Failure of a member to provide vessels in which to 
transport coal from the port shall constitute the basis 
for the issuance of embargoes prohibiting the forwarding 
of shipments of coal from mines for his account. No one 
who has been so embargoed shall be permitted to ship 
coal to any designated consigning pool until he has given 
satisfactory evidence to the pool manager that he has 
made proper arrangements for vessels. 

9. Members agree, respectively, to be responsible to 
the railroad company for freight charges (when billed 
collect) on all coal consigned to the pool for their account 
and also for their assigned proportion of any demurrage 
charges which may be assessed against them by the ex- 
ecutive committee. Members of the pool on whose 
icczount a vessel is loaded agree, respectively, to be re- 
sponsible for the vessel loading charges. 

10. The carrier shall render bill against the pool at the 
end of each calendar month covering all demurrage ac- 
cruing during the month and, upon receipt of this bill, the 
executive committee will collect from each member his 
pro rata proportion on the basis of the tonnage dumped 
for his account, as compared with the total pool tonnage 
loaded by the carrier into’ vessels registering at the port 
during the calendar month within which the said demur- 
rage charges accrued, and pay carrier the amount due. 

11. The executive committee shall appoint an inspector 
at South Amboy to protect the quality of coal shipped 
into the pool and may suspend shipments of any shipper 
when, in his judgment, the quality of preparation is below 
the proper standard. Shipments which are rejected by 
the inspector shall stand for account of the owner and 
must be disposed of outside of the pool subject to de- 
murrage rules and regulations of the railroad, independ- 
ently of the pool. The expenses of the inspection at South 
Amboy for each month shall be borne by the members 
of the pool who have had coal shipped to said port during 
that month in the proportion which their respective ship- 
ments bear to the total pool shipments. 

12. In the event of controversies with reference to the 
operation of the pool, which cannot be adjusted by the 
pool manager,and the executive committee, the matter at 
issue shall be submitted to three arbitrators, one of whom 
shall be chosen by the member interested, the second to be 
chosen by the executive committee, and the third to be 
chosen by the first two appointed, and the decision of a 
majority of said three arbitrators shall be final. 

13. The effective date of this agreement shall be Sept. 
1, 1918. Coal which, on that date, is on hand at South 
Amboy piers or in transit thereto, or which may be shipped 
from the mines thereafter consigned to South Amboy 
piers, to or for eccount of any member or the pool, shall 
be treated as pool coal under the foregoing arrangements. 

14. In consideration of the mutual agreements of the 
several members of the South Amboy Anthracite Tide- 
water Pool hereinbefore provided for, we, the undersigned, 
accept and assent to the foregoing rules for the govern- 
ment of said pool and in witness thereof have hereunto 
subscribed our names this........ ge re A. D. 1918. 


ee 


THE RECONSIGNMENT HEARING 


“That there is great interest in the reconsigning case, 
docket 1161, is indicated by the fact that commercial 
traffic men from all over the country were in attendance 
at the hearing which began in Chicago on September 4. 
Among those entering appearance were the following: 
B. S. French and W. L. Wagner, representing the National 
League of Commission Merchants; the International Apple 
Shippers’ Association and the Western Fruit Jobbers’ As- 
sociation; L. E. Banta, Indianapolis Board of Trade; T. 
A. McGrath, Merchants’ Traffic Association of Minneapolis; 
G. A. Schroeder, the Milwaukee Chamber of Commerce; 
Charles Rippin, the Merchants’ Exchange of St. Louis; 
W. H. Chandler, the Boston Chamber of Commerce; Clif- 
ford Thorne, the National Counsel of Farmers’ Co-operative 
Associations, the American Petroleum Association, and 
the Western Petroleum Refiners’ Association; C, S. Bather, 
Reckford .Manufacturers’ Association; R. A. Callahan and 
T. G. Williams, Louisville Board of Trade; E. J. Smiley, 
Kansas Grain Dealers’ Association; A. J. Tapper, the 


Vol. XXII, No. 10 


Grain Board of the Boston Chamber of Commerce; J. §S. 
Brown and J. C. Jeffery, Chicago Board of Trade; R. Dp. 
Sangster, Kansas City Beard of Trade and the Hay Deal- 
ers’ Association of Kansas City; W. D. Culbertson, Illinois 
Grain Dealers’ Association; J. P. Haynes, the Traffic Bu- 
reau cf the Sioux City Commercial Club; J. B. McGinnis, 
Memphis Merchants’ Fxchange; J. L. Collyer, the Peoria 
Board of Trade; H. T. Clarke, the Omaha Grain Exchange; 
A. L. Flinn, the Minnesota Railroad Commission; E. H. 
Berg, the St. Paul Association of Public Business Affairs; 
A. E. Helm, the Public Utilities Commission of Kansas; 
S. S. Reeves, Cincinnati Grain and Hay Exchange; W. T. 
Cornelison, Peoria Board of Trade; C. T. McDonald, Du- 
luth Board of Trade; HB. B. Richards, the Commercial Ex- 
change of Philadelphia; W. K. Woolman, the Commercial 
Exchange of Philadelphia; H. B. Wood, the Cleveland 
Grain Company, and R. H. Widdicombe and A. F. Cleve- 
land, representing the carriers. 

Examiner Bell at the opening of the hearing stated what 
the case was and said the carriers would first present their 
case. But two main witnesses of the carriers were called 
on the first day, these being H. W. Byers, assistant freight 
traffic manager of the Chicago & Northwestern and W. C. 
Bush, assistant superintendent of the Godfrey Yard of the 
C. M. & St. P. 

Particular emphasis was laid upon the fact that a special 
service was rendered shippers in handling reconsignments 
of grain, hay, seed, and straw, and that for this service it 
was fair and proper to make the two dollar charge pro- 
posed. 

Indications point to the fact that the hearing may con- 
tinue for at least a week, as there are still many witnesses 
for the carriers to be called on Friday and perhaps on 
Saturday, after which, of course, the shippers will be 
given an opportunity to testify. 


SHORT LINE NEGOTIATIONS 


The committee appointed by the Short Line Railroad 
Association has been in conference with E. C. Niles, short 
line representative in Director Prouty’s office, for the past 
several days, and a contract between the short roads and 
th2 government has every prospect of being completed 
within a few days. 

The main points at issue are: 

1. An equitable division of rates. 

2. Fair car supply. 

3. Observance of routing instructions. - 

4. Opportunity to purchase supplies, etc., as freely and 
as fairly as may government-operated roads. 

Every effort is being made by Messrs. Niles and counsel 
to reach an early agreement with the short line committee. 


INCREASE IN JULY EXPORTS 


The Bureau of Foreign and Domestic Commerce has just 
issued the following statement as-to July exports: 

Exports of American goods increased slightly in July 
as compared with June, while imports fell off slightly, 
according to an announcement August 27 by the Bureau 
of Foreign and Domestic Commerce, Department of Com- 
merce. 

Exports increased from $485,000,000 in June to $508, 
000,000 in July. For the seven months ended with July 
the foreign sales totaled $3,483,000,000 as compared with 
$3,661,000,000 for the corresponding period of the previous 
year. 

July imports were $241,000,000, whereas in June they 
reached a total of $260,000,000. For the first seven months 
of the year the imports were valued at $1,787,000,000, «us 


‘against $1,779,000,000 for a similar period in 1917. 


The gold movement in 1918 has been of much less im- 
portance than in 1917. For the first seven months of this 
year $52,000,000 represents the imports of gold; in 1917 
the imports for the seven-months’ period was $505,000,000. 
Exports’ amounted to $29,000,000 this year, as against 
$272,000,000 last year. 

The silver movement has increased in importance, the 
total imports being $40,000,000 for the first seven months 
of this year, as against $22,000,000 last year, and exporis 
reaching a total of $135,000,000, as compared with $44, 
000,000 for the first seven months of last year. 
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Decisions of Interstate Commerce Commission 


ORDERS THROUGH ROUTES AND 
RATES WITH BOAT LINES 


In opinion No. 5348, Colonial Navigation Co. vs. N. Y. 
N. H. & H. R. R. Co., 50 I. C. C., 625-633, Docket 5733, the 
Commission holds after consideration of all the circum- 
stances that the practice of the defendant in establishing 
and maintaining a through route for the transportation of 
passengers and baggage with the New England Steamship 
Company between points located on its line in New Eng- 
land and New York via Providence, while refusing to es- 
tablish and maintain a similar through route in connec- 
tion with the complainant, operates to produce an undue 
prejudice to the Colonial Navigation Company and the de- 
fendant will be required to remove the discrimination on 
or before October 1. 


It was contended by the New Haven that the Commis- 
sion had no jurisdiction and that even if it had the limita- 
tion on its authority to establish through routes would 
prevent an order requiring it to enter into the arrange- 
ment sought, as such an arrangement would require it to 
short haul itself; it was further contended that it fur- 
nished adequate rail-and-water transportation between New 
York and Providence by means of its existing arrange- 
ments with the New England Company and thai it should 
not be required to share its traffic with a competitor. 


The Commission holds that there is no room for doubt 
as to their jurisdiction either under section i or section 
15 of the act, and in addition to this it has the authority 
conferred upon it by the Panama Canal Act. 


STEAMER LINES ON LONG ISLAND 
SOUND 


In its decision, handed down by Commissicner Woolley 
in connection with the application of the New York, New 
Haven and Hartford for permission to continue its opera- 
tion of certain ferry and steamship lines in New England 
waters and between New England ports and New York, 
Docket 6469, opinion No. 5349, 50 I. C. C., 634-651, the Com- 
mission grants the application and gives the railroad until 
October 1 to file its rates, fares, schedules, and regulations 
governing transportation on the New England Steamship 
Company, the Hartford & New York Transportation Com- 
pany, and the New Bedford, Martha’s Vineyard & Nan- 
tucket Steamboat Company and of floating equipment and 
tugs. 

The question presented to the Commission for considera- 
tion and determination was whether or not the N. Y. N. H. 
& H. does or may compete for traffic with the water lines; 
whether or not the existing services by water are being 
operated in the interest of the public and are of advantage 
to the convenience and commerce of the people, and, lastly, 
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whether or not an extension of time during which such 
services may continue will exclude, prevent, or reduce 
competition on the route by water under ‘consideration. 


In considering whether or not the existing services by 
water are being operated in the interest of the public and 
are an advantage to the commerce and convenience of the 
people, consideration had to be given to the whole trans- 
portation machinery in New England and to the natural 
limitations of transportation on Long Island Sound; 
whether the service between New England and New York 
is rapid and dependable; whether the Sound lines are 
being used to the greatest possible extent consistent with 
economy and expedition in an effort to relieve the rail 
system and in this connection allowance had to be made 
for the unusual stress of conditions incident to war which 
presented an entirely different outlook from that which 
would be presented under normal conditions and times. 


As to this the Commission says that whatever criticisms 
or dissatisfaction there have been as to mismanagement it 
does not extend to the through service of the New Haven 
and the lines of the steamship company. Testimony was 
to the effect that the service is expeditious, regular, and 
cependable and that it is absolutely essential that it be 
kept up to its present standard if the commercial prosperity 
of New England is to be maintained. Much of the busi- 
ness between the New England manufacturing towns and 
New York City would drop off entirely if prompt shipment 
and deliveries cannot be relied upon, and shippers gen- 
erally seem to be of the opinion that an all-rail would not 
be as expeditious as the present rail-and-sound service. 

As to the expediency of continuing the operation of the 
Sound lines, the Commission takes occasion to make the 
following statement with reference to water transportation 
in general: 

“It is unquestionable that at this time and probably for 
a long time to come, if not permanently, the public inter- 
est will require the maximum use, consistent with economy 
and efficiency, of water transportation on the Sound, as well 
as on all other water routes; and whether or not such 
maximum use has been and is actually made of the boats 
of the steamship company is a practical question, which 
could be determined only after a thorough investigation of 
the traffic handled by the rail and the steamer lines. We 
have numerous figures in the record as to tonnages, etc., 
but they are for the year 1914 and do not enable us to 
form a definite idea on the subject. The self-interest of 
ihe petitioner should lead it, especially under recent con- 
ditions, to make the fullest use of its steamer lines con- 
sistent with economy and efficiency, and at any rate we 
need now give no consideration to this question, for during 
the period of operation by the government, competition of 
the kind contemplated by the Panama Canal Act is im- 
possible and the use of water lines can be regulated by 
the Director-General of Railroads in such manner as to 
bring about maximum transportation conditions.” 
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PRIVATE WIRE CONTRACTS 


In Docket 5421, opinion 5354, 50 I. C. C., 732-766, Private 
Wire Contracts, the Commission in a decision by Chairman 
Hall acknowledges that under the President’s proclamation 
of July 22, 1918, all telegraph and telephone systems in the 
United States are under federal control and, while this 
takes the authority to determine and initiate the char- 
ucter of service, classifications, and charges out of the 
hands of the Commission, yet in view of the very extensive 
investigation which it has been conducting it has felt it 
wise to submit a report which, while it contains no order, 
summarized concisely the information which it thus ob- 
tained. : 

The investigation was initiated by the Commission on 
its own motion, and following an informal complaint which 
was filed by the Grain Dealers’ National Association. Ex- 
tensive hearings were held in Chicago and New York and, 
subsequently, the case was argued in Washington. The 
burden of defending thé case was borne by the Bell Com- 
pany and the Western Union. The Postal took the posi- 
tion that the Commission ought to put a stop to the leasing 
ot wires to persons who can or do sublet them to others. 
A number of lessees of private wires intervened in support 
of the practice. The Morse Service Private Wire contracts 
have been in effect for more than 30 years and private 
talking service contracts have been furnished for a num- 
ber of years past, although not so extensively; the number 
of such leases shown by the record was 32. The Morse 
service has 505,000, 729 miles of lines in use for private 
wires; its length in public service is 1,672,199; its revenue 
amounts to $3,929,510 for the private lines of the Western 
Union, the Postal and the Bell, while from public wires 
they receive $55,903,203. 

After reviewing at considerable length the conditions as 
it found them to exist, the Commission summarizes in 14 
ccunts its opinion, which is as follows: 

1. The lawfulness of the so-called private-wire service 
depends upon whether or not private-wire messages are 
among “such other classes as are just and reasonable” into 
which respondent carriers are authorized by section 1 of 
the act to classify messages transmitted over their wires. 

2. Respondents are common carriers engaged in the 
transmission of intelligence and, as to their interstate 
business, are subject to the provisions of the act. 

3. The so-called wholesale theory has no proper place in 
the rates of common carriers; and, in so far as charges 
for private-wire service are based upon this theory, we find 
that the classification is not just and reasonable. 

4. Lessees of private wires are not common carriers; 
and the fact that in Morse private-wire service the lessees 
furnish their own operators does not divest respondents of 
their status of common carriers as to messages sent over 
the private wires. 

5. The Commission cannot prescribe a minimum rate. 

6. The record justifies the conclusion that respondents 
furnish private-wire service to all applicants therefor, at 
least to the capacity of their spare facilities, without dis- 
crimination and in the order of the application. 

7. The record does not sustain the conclusion that the 
Morse private-wire service is a wholesale service. 

8. The character of the Morse private-wire service dif- 
fers from that furnished over the public wires and, stripped 
of certain abuses, may be recognized as a separate class of 
service available to the public upon reasonable compensa- 
tion. 

9. The Morse private-wire service is not shown to be 
unjustly discriminatory or unduly prejudicial to users of 
respondents’ public telegraph service. 

10. An abuse which must be removed is the provision 
in the private-wire contracts of one respondent that in 
time of interruption to the private wires the public wires 
can be used at half the regular rates. 

11. There is no proper analogy between private-wire 
service and the practice of aggregating shipments into car- 
lead lots and shipping them at carload rates discussed in 
Int. Comm. Comm. vs. Del., L. & W. R. R., 220 U. S., 235. 
It seems proper, and from a practical standpoint and in the 
interest of the public necessary, to apply some reasonable 
restrictions to the private-wire service. Respondents are 
justified in inserting in the contract for private-wire service 
a provision restricting the use of instruments and facili- 
ties provided to the transmission of messages concerning 
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the business of the lessee or lessees and providing that 
messages shall not be transmitted for other persons or 
firms. That is not to say that it is unlawful for two or 
more persons to unite in securing private-wire service 
where all are named as lessees. 

12. The record warrants the conclusion that in render- 
ing Morse private-wire service and the public message sery- 
ice at their present rates respondents are furnishing the 
more valuable service at a relatively lower charge, con- 
trary to recognized principles of classification. 

13. As the charges for messages other than by private 
wire are not in issue, and we cannot assume that rates for 
the latter should be increased rather than that those for 
sending day messages should be reduced, we shall enter 
no order in this respect. Respondents should consider 
whether or not their rates for Morse private-wire service 
should be revised. 

14. The record discloses no essential difference between 
the private-wire talking service and the toll service fur- 
nished by the Bell company, and we are of opinion that the 
classification of messages into private-wire talking service 
is not a just and reasonable classification. 


STORAGE CHARGES ILLEGAL 


In a report by division No. 1, opinion No. 5355, 51 
I. C. C., 1-3, docket 9424, the Commission dismisses the 
complaint of the Dow Chemical Co. vs. the Pere Mar- 
quette R. R. Co. et al., in which it was alleged that the 
storage charges of two dollars a day on carloads of oils, 
benzol, sulphuric acid, charcoal and chloride of sulphur 
at Midland, Mich., were illegal. These storage charges 
accrued after the shipments had been moved from the 
interchange tracks to the company’s private tracks within 
the plant inclosure. As to these, the Commission holds 
that the charges were not legally assessable. No order 
is issued at this time relative to at least one of the ship- 
ments upon which the storage charges were collected, but 
the amount so collected should fe refundded. 


CONDEMNS GASOLINE RATES 


CASE NO. 8586. (51 I. C. C. 46.) 
GULF REFINING COMPANY OF LOUISIANA VS. LOUIS- 
VILLE & NASHVILLE RAILROAD COMPANY ET AL. 
Submitted April 20, 1916. Opinion No. 5356. 


Rates on gasoline and other volatile petroleum oils in carloads 
from Mobile, Ala., to Chattanooga and Knoxville, Tenn., 
and from Gretna, La., to Mobile and Gadsden, Ala., and 
Knoxville, found to have been unreasonable. Reparation 
awarded. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation engaged in marketing 
petroleum and its products, with an office at Pittsburgh, 
Pa. By complaint seasonably filed it alleges that the rates 
charged by defendants on certain carloads of petroleum 
and its products, including gasoline in tank cars, gasoline, 
kerosene, and naphtha in iron barrels or drums, and 
lubricating oil in barrels and cases, shipped from New 
Orleans, La., to Mobile and Gadsden, Ala., and Knoxville, 
Tenn., and from Mobile to Knoxville and Chattanooga, 
Tenn., between July 25 and December 16, 1913, inclusive, 
were unreasonable. Reparation is asked. Rates are stated 
in cents per 100 pounds. ; 

The shipments from Mobile, consisting of numerous 
tank-car loads of gasoline, moved over the lines of all 
of the defendants to Chattanooga or over the Louisville & 
Nashville to Knoxville. The other shipments, consisting 
of numerous tank-car loads of gasoline and carloads of 
gasoline, naphtha, and other volatile petroleum oils in 
barrels, drums, or cases, moved from New Orleans over 
the Louisville & Nashville to Mobile, Gadsden, or Knox- 
ville. They originated at Gretna, La., within the switch- 
ing limits of New Orleans, but were billed from New 
Orleans, the charges of the switching carrier being 
absorbed by the line-haul carrier under appropriate tariff 
provisions still in effect. Charges were collected on the 
basis of the fifth-class rates legally applicable under the 
governing southern classification: 47 cents to Chattanooga 
and 52 cents to Knoxville, from Mobile; 15 cents to Mobile, 
48 cents to Gadsden, and 57 cents to Knoxville, from New 
Orleans. 
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Prior to July 24, 1913, the following carload commodity 
rates applied over the routes of movement on the general 
list of petroleum and its products, including the oils in 
question: 30.5 cents to Chattanooga and 35.5 cents to 
Knoxville, from Mobile; 12 cents to Mobile, 33.5 cents to 
Gadsden, and- 38.5 cents to Knoxville, from New Orleans. 
The tariff in which the above rates were published also 
named carload commodity rates on this traffic between 
various southeastern points. Practically all of the south- 
eastern carriers were parties to this tariff, and the lines 
of certain of these carriers, other than the Louisville & 
Nashville, formed available but more circuitous through 
routes from and to the points in question. Effective July 
24, 1913, it was provided by tariff exception that the rates 
named in the commodity tariff would not apply in con- 
nection with the Louisville & Nashville on shipments of 
gasoline and other volatile oils except to certain destina- 
tions not including those here concerned. To destinations 
local to its line, the Louisville & Nashville continued to 
transport these commodities at commodity rates. The 
application of the commodity rates was not restricted by 
other carriers parties to the tariff and those carriers 
continued to apply throughout this territory commodity 
rates on the general list of petroleum and its products. 
Effective March 4, 1916, the restrictions mentioned were 
removed, thus re-establishing the above-named commodity 
rates over the routes of movement. Complainant seeks 
reparation on the basis of these commodity rates. The 
present rates are not assailed. Representative ton-mile 
earnings under the rates charged were 19.7 mills from 
Mobile to Chattanooga, 476 miles; 16.3 mills from New 
Orleans to Knoxville, 701 miles. 

We find that the rates charged on the shipments from 
Mobile were unreasonable to the extent that they exceeded 
30.5 cents per 100 pounds to Chattanooga and 35.5 cents 
per 100 pounds to Knoxville; that the rates charged on 
the shipments from Gretna were unreasonable to the extent 
that they exceeded 12 cents per 100 pounds to Mobile, 
33.5 cents per 100 pounds to Gadsden, and 38.5 cents per 
100 pounds to Knoxville. We further find that comp'ain- 
ant made the shipments as described and paid and bore 
the charges thereon; that it has been damaged to the 
extent of the difference between the charges paid and 
those that would have accrued at the rates herein found 
reasonable; and that it is entitled to reparation, with in- 
terest. The exact amount of reparation due can not be 
determined upon this record, and complainant should 
prepare a statement showing the details of the shipments 
in accordance with rule V of the Rules of Practice, also 
specifying the date on which the charges were paid, 
which statement should be submitted to the defendants 
for verification. Upon receipt of a statement so prepared 
and verified we will consider the entry of an order award- 


ing reparation. 


AWARDS REPARATION ON MIS- 
ROUTED LUMBER 


CASE NO. 8384. i (51 I. C. C. 6-8) 
LAMB-FISH LUMBER COMPANY VS. YAZOO & MIS- 
SISSIPPI VALLEY RAILROAD COMPANY ET AL. 


Submitted Feb. 25, 1918. Opinion No. 5357. 
Certain carload shipments of gum and oak lumber from Charles- 
ton, Miss., to Chicago, Ill., found to have been misrouted. 
Reparation awarded. 


Supplemental Report of the Commission. 


BY THE COMMISSION: 

In our original report herein, 42 I. C. C. 470, we found 
that the rates charged on certain carloads of gum and oak 
lumber shipped by complainant, a corporation, from 
Charleston, Miss., a local point on the Yazoo & Mississippi 
Valley Railroad, to Chicago, Ill., for delivery by the Pitts- 
burgh, Cincinnati, Chicago & St. Louis Railway, hereinafter 
called the Panhandle, that were so delivered within two 
years prior to July 27, 1915, were illegal to the exent that 
they exceeded 16 cents per 100 pounds on gum lumber and 
17 cents per 100 pounds on oak and other lumber taking 
the same rates. Reparation was found due on such ship- 
ments, but no order was entered, as the record was insuf- 
ficient. The customary statement from complainant rela- 
tive to the shipments and its verification by the defend- 
ants was required. The defendants refused to verify that 


THE TRAFFIC WORLD 491 


portion of the statement submitted by the complainant cov- 
ering shipments which were not actually delivered by the 
Panhandle, whereupon the complainant filed a petition for 
a rehearing, alleging that numerous shipments upon which 
the higher rates were charged. and on which reparation 
was sought were misrouted by the defendants and that the 
question of reparation on such shipments was before us in 
the former proceeding, but not determined. This petition 
was granted, and at the rehearing complainant exhibited 
bills of lading and freight bills and subsequently filed a 
statement showing that 6 shipments were not routed by 
the shippers; 6 were routed “via P. C. C. & St. L. Ry., C. B. 
& Q. delivery;” 1 was routed “via P. C. C. & St. L. Ry., 
C. M. & St. P. Ry. delivery,” and 191 were routed “via P. 
C. C. & St. L. Ry.” All the shipments were delivered by 
the Yazoo & Mississippi Valley to the Illinois Central 
Railroad and by the latter transported to Chicago except 
eight or nine, which were turned over to the Panhandle. 

The defendants take issue with the findings in our former 
report that the lower rates were the legal rates, but the 
case was reopened solely “upon the question of reparation 
due to the alleged misrouting of certain shipments of gum 
and oak lumber from Charleston, Miss., to Chicago, III.” 
The defendants also argued that complainant’s petition was 
filed too late, under rule XV of our Rules of Practice, but 
as no order has been issued this contention is not well 
founded. They further urged that as to shipments intended 
for delivery on the numerous lines serving Chicago other 
than the Panhandle the higher rates to Chicago shown in 
the tariff by way of those lines were specific and took 
precedence over the lower rates by way of the Panhandle 
which could apply to points on other lines only in connec- 
tion with the switching and absorption tariffs, and there- 
fore that they were justified in not delivering to the Pan- 
handle shipments which were destined to points at Chi- 
cago not reached by that road. We cannot agree with this 
contention. 


It appears that a number of the shipments as to which 
the only routing shown was by way of the Panhandle were 
intended for delivery at points within the Chicago switch- 
ing district on other lines, but the actual points of delivery 
are not shown of record. We will, therefore, confine our- 
selves to the rate to Chicago, without reference to any 
charges in addition to the line-haul rate for terminal serv- 
ices at Chicago, which, if legally applicable to the ship- 
ments, must be taken into consideration in determining the 
amount of reparation due under our findings. It is our 
opinion that if all the shipments routed in connection with 
the Panhandle had moved as routed the legal rates to Chi- 
cago would have been 16 cents per 100 pounds on gum 
lumber and 17 cents per 100 pounds on oak lumber and 
other lumber taking the same rates. Shipments which 
were unrouted by the shipper were entitled to the lowest 
rates available by any route, which in this case were the 
rates by way of the Panhandle. 


We find that the above-described shipments were mis- 
routed by the Illinois Central Railroad Co.; that complain- 
ant made the said shipments and paid and bore the charges 
thereon; that it was damaged by the misrouting to the ex- 
tent of the difference between the charges paid and those 
that would have accrued had the shipments moved over the 
route in connection with the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Railway; and that it is entitled to repara- 
tion, with interest, from the Illinois Central Railroad Com- 
pany. Upon this record we cannot determine the exact 
amount of reparation due, and the complainant should 
prepare a statement showing the details of the shipments 
in accordance with rule V of the Rules of Practice, also 
specifying the date on which the charges were paid, which 
statement should be submitted to the Illinois Central Rail- 
road Company for verification. Upon receipt of a state- 
.nent so prepared and verified, we will consider the entry 
of an order awarding reparation. 


COTTONSEED RATE UNREASONABLE 


CASE NO. 8772 (51 I. C. C., 9-10) 
BAINBRIDGE OIL COMPANY VS. MARIANNA & 
BLOUNTSTOWN RAILROAD COMPANY ET AL. 
. Submitted November 23, 1917. Opinion No. 53658. 


Rates legally applicable on cottonseed, in carloads, from cer- 
tain points in Florida to Bainbridge, Ga., found unreason- 
able on rehearing and reparation found due. 
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Report of the Commission on Rehearing. 


In our original report herein, 44 I. C. C., 660, we found 
that the combination rates charged for the transportation 
of 26 carloads of cottonseed from Sneads, Cypress, Mari- 
anna, Fairgrounds and Alliance, Fla., to Bainbridge, Ga., 
between Aug. 30, 1911, and Feb. 16, 1912, inclusive, were 
unreasonable to the extent that the components to River 
Junction, Fla., exceeded the class N rates in effect before 
and the commodity rates established after the shipments 
moved. The through rates were assailed, but at the time 
of the hearing it was assumed that a class M rate of $1.21 
per net ton applied from River Junction to Bainbridge, 
and, as charges were ultimately collected on that basis 
and were satisfactory to complainants, its attack was di- 
rected specifically against the components to River Junc- 
tion. We found that the component legally applicable be- 
yond River Junction was the class D rate of 7% cents 
per 100 pounds, and that each of the shipments had been 
undercharged, but did not pass upon the reasonableness 
of the legally applicable component. Upon petition of 
complainant the case was reopened for further hearing 
with respect to the reasonableness of the 7%-cent com- 
ponent of the through rate. 


The Atlantic Coast Line Railroad Company originally 
collected charges for the movement from River Junction 
to Bainbridge on basis of the class D rate of 7% cents per 
100 pounds, but subsequently refunded charges down to 
the basis of the class M rate of $1.21 per net ton. The 
latter rate applied on— 


Fertiizer, any quantity, embracing * * * cottonseed * * * 


in bags, bales, barrels, or casks, or in bulk, for fertilizer pur- 
poses, so certified on bill of lading or shipping receipt, value 
limited to $10 per ton and expressed in bill of lading. 


The shipments were not limited, as required under the 
class M rates, to $10 per ton in value or for fertilizer pur- 
poses. On Nov. 1, 1912, after the shipments moved, the 
Atlantic Coast Line established the class M rating on 
“cottonseed, * * * carloads,” without limitation as to 
use or value, and this rating is still in effect. It was 
explained that the Atlantic Coast Line intended to apply 
the class M rates on all carload shipments of cottonseed 
regardless of its use. 

The complainant contends that the rates cited in com- 
parison to show that the rates from the points of origin 
to River Junction, over the Louisville & Nashville Rail- 
road were unreasonably, apply with equal force to show 
that the 7%-cent rate from River Junction to destination, 
over the Atlantic Coast Line, was unreasonable, trans- 
portation conditions being substantially similar. Compara- 
tive rates are shown in our original report and need not 
be repeated. An intrastate rate of 6 cents per 100 pounds 
Over the Louisville & Nashville from Holts, Fla., to Pen- 
sacola, Fla., 39 miles, is emphasized. The distance from 
River Junction to Bainbridge is also 39 miles. The com- 
ponents found reasonable to*River Junction ranged from 
38 to 6 cents per 100 pounds for distances of from 5 to 
27 miles. The defendants introduced no additional evi- 
dence. 


Upon the facts presented we are of the opinion and find 
that the through rates legally applicable were unreason- 
able to the extent that the components to River Junction 
exceeded the class N rates in effect before and the com- 
modity rates established after the shipments moved and 
further to the extent that the component from River Junc- 
tion to Bainbridge exceeded the class M rate of $1.21 per 
net ton. We further find that the complainant made the 
shipments as described in our original report; that it paid 
and bore the charges thereon; that it has been damaged 
to the extent of the difference between the charges paid 
and those that would have accrued at the rates herein 
found reasonable; and that it is entitled to reparation, with 
interest. The exact amount of reparation due cannot be 
determined on this record, and complainant should pre- 
pare a statement showing the details of the shipments in 
accordance with rule V of the Rules of Practice, also 


specifying the date on which the charges were paid, which . 


statement should be submitted to the defendant for verifi- 
cation. Upon receipt of a statement so prepared and 
verified we will consider the entry of an order awarding 
reparation. Collection of the outstanding undercharges 
should be waived. 
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TENTATIVE REPORTON TEXAS RATES 


The Trafic World Washington Bureau. 


If the tentative report of Attorney Examiner Burnside as 
proposed in Docket No. 10078, Beaumont Chamber of Com- 
merce et al. vs. A. & V. Ry. Co. et al. is adopted by the 
Commission the complaint will be dismissed on the ground 
that the rates have not been shown unreasonable, un- 
justly discriminatory or unduly prejudicial to complainants 
who represent shippers at Beaumont and Orange, Texas, as 
compared with the rates from New Orleans to C. F. A. 
Territory. 

The rates are made up by combination on Memphis and 
run all the way from 14.6 cents in favor of New Orleans on 
shipments to Albany up to a difference of 20 cents io 
Springfield, Mass., at Toronto, Ontario, with an average 
over New Orleans rates of 164% cents. The complainants 
did not ask for the application of the New Orleans rates 
but the relationship should be brought nearer, in faci, 
they asked for the extension of the differential of ten 
cents which exists to points in C. F. A. Territory east of 
the Indiana-Illinois state line so as to include eastern 
Trunk Line and New England Territories. The increased 


‘rates which have resulted from the advances under Gen- 
eral Order 28 were not in effect at the time the above 
complaint was filed and, therefore, are not a matter of 
issue which the Commission will have to consider in its 
final determination in that case. 


WINSTON-SALEM SOUTHBOUND 
VALUATION 


The Trafic World Washington Bureau. 


The Commission has submitted a report on Valuation 
Docket No. 5, Winston-Salem Southbound Ry. Co., 1 Val. 
Rep. 187-222, in which it holds that the original cost to 
date of the railroad was $5,197,452; the cost of reproduc- 
tion new, $5,356,836, and the cost of reproduction less de- 
preciation, $4,966,922. These figures are as of June 30, 
1915. The railroad is 88 miles long and is owned jointly 
by the Atlantic Coast Line and the Norfolk & Western. 
It was started as an independent company, but the carriers 
mentioned took it over as a connection between their lines. 


DENIES FOURTH SECTION RELIEF 


The Trafic World Washington Bureau. 


The Commission, in fourth section order No. 7339, issued 
on Washburn’s application No. 11347, gave the carriers 
indirect notice that it is not going to issue special fourth 
section orders except where necessary. The application 
in this instance was denied. The authority sought was 
to establish a rate of 25 cents on copra meal from Mem- 
phis to Cincinnati without reducing the rates from and to 
intermediate points. 

There are two rules by which the situation could have 
been met without asking for this special order, which has 
resulted in a denial. The first is rule 77 of tariff circular 
18-A and the section is fourth section order No. 144, gen- 
eral order. No. 5. 

The desire of the carriers is to establish a rate, in the 
amount mentioned, so as to move copra meal from Mem- 
phis to Cincinnati. The class rate is about 69 cents under 
which the meal could not be moved, because the delivered 
price at Cincinnati would be too high. 

Under the tariff circular rule when the railroads find 
a situation such as this they may establish the desired 
rate and specify it as the maximum to and from any 
intermediate point, without prejudice to themselves in 
the event conditions change. That is to say, if, as in this 
case, no copra meal would ever move from or to an in- 
termediate point and the carriers so state, they will be 
allowed ‘to establish the desired commodity rate, without 
that action prejudicing the situation at any other point. 

Under fourth section order No. 144 a commodity may 
be taken out of the class scale and given a commodity 
rating. The object of both rules is to simplify procedure 
and relieve the Commission of the work of issuing special 
fourth section orders to cover situations such as the Mem- 
phis-Cincinnati situation respecting copra meal. The fail- 
ure of Washburn to avail himself of the benefit of the 
two regular rules may discommode the shipper, but there 
is no reason for a continuance of the situation. 





Septen 
R. 


W. G 
made —f 
activity 

The | 
the pri 
timely 
Genera! 
and en 
stated. 

It wa 
private 
purpos¢ 
adjunct 
states | 
tions t 
coercio: 
it was 
and in 
practice 
te railr 

Now 
railroac 
and the 
railroac 

Unde 
officers 
trary, t 
abstain 

It is, 
United 
attorne 

Hold 
commit 
purpos¢ 

Be a 
conven 

Solic’ 
contrib 
or emp 
the Un 

Assui 

Atter 
ploye ij 
this wi 

Beco! 
ship on 
as a pl 
Office o 
sever t 
Service 

Iam 
all offic 
tion of 
in lette 
is inter 
the exe 
Same t 
politica 

Let 1 
Federa!] 
cannot 
used fo 

Let » 
service 


Al 


Direc 
nounce 

For ; 
control 
the Ws: 
the pro 
the for 
latter { 
to coc 
Was ag 
subm 't 
a refer 
or less 
Of the | 


id 


oOo, are mhm 


“~ © 


OSS 2s or ODT RRS Be he re 


oO _— 


September 7, 1918 


RAILROAD EMPLOYES OUT OF 
POLITICS 


W. G. McAdoo, Director General of Railroads, has just 
made public the following notice in reference to political 
activity upon the part of railway officials and employes: 

The approaching Federal and State elections, including 
the primary contests connected therewith, make it both 
timely and necessary that the attitude of the Director 
General towards political activity on the part of officers 
and employes in the railroad service should be clearly 
stated. 

It was a matter of common report that railroads under 
private control were frequently used for partisan political 
purposes; that railroad corporations were frequently 
adjuncts of political machines and that even .sovereign 
states had been at times dominated by them. Contribu- 
tions to campaign funds and the skillful and effective 
coercion of employes were some of the means by which 
it was believed that many railroads exerted their power 
and influence in politics. Scandals resulted from such 
practices, the public interest was prejudiced and hostility 


ie railroad managements was engendered. 

Now that the Government controls and operates the 
railroads, there is no selfish or private interest to serve, 
and the incentive to political activity on the part of the 
railroads no longer exists. 

Under Government control there is no inducement to 
oficers and employes to engage in politics. -On the con- 
trary, they owe a high duty to the public scrupulously to 
abstain therefrom. 

It is, therefore, announced as a definite policy of the 
United States Railroad Administration that no officer, 
attorney or employe shall 

Hold a position as a member or officer of any political 
committee or organization that solicits funds ‘for political 
purposes. 

Be a delegate to, or chairman, or officer of any political 
convention, 

Solicit or receive funds for any political purpose or 
contribute to any political fund collected by an official 
or employe of any railroad or any official or employe of 
the United States or of any state. 

Assume the conduct of any political campaign. 

Attempt to coerce or intimidate another officer or em- 
ploye in the exercise of his right of suffrage. Violation of 
this will result in immediate dismissal from the service. 

Become a candidate for any political office. Member- 
ship on a local school or park board will not be construed 
as a political office. Those desiring to run for political 
office or to manage a political campaign must immediately 
sever their connection with the United States Railroad 
Service. 

Iam sure that I can count on the loyal co-operation of 
all officers, attorneys and employes engaged in the opera- 
tion of the railroads under Federal] control, to carry out 
in letter and spirit the policy here announced. This policy 
is intended to secure to all of them freedom of action in 
the exercise of their individual political rights, and, at the 
same time, to prevent any form of hurtful or pernicious 
political activity. 

Let us demonstrate to the American people that under 
Federal control, railroad officers, attorneys and employes 
cannot be made a part of any political machine nor be 
used for any organized partisan or selfish purpose. 

Let us set such a high standard of public duty and 
service that it will be worthy of general emulation. 


ARRANGES COMPROMISE RATE 


Director-General McAdoo authorizes the following an- 
nouncement: 

For a period of three years or more prior to Federal 
control the railroads of the country, on the one hand, and 
the War Department on the other, were in dispute as to 
the proper freight rates to apply on military impedimenta, 
the former contending for a second class rate, and the 
latter for a fourth class rate. Neither side being willing 
to coicede the reasonableness of the claim of the other, it 
was agreed by the two parties early in November of 1917 to 
submit briefs to the Interstate Commerce Commission as 
areferee. This procedure would have necessitated a more 
or less exhaustive and expensive investigation on the part 
of the Commission. 
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However, before the briefs had been prepared the mat- 
ter was brought to the attention of the Division of Traffic, 
U. S. Railroad Administration. After weighing the argu- 
ments carefully the Railroad Administration recognized 
merit in the positions of both the carriers and the War 
Department and suggested to the War Department, for. 
account of the carriers under Federal control, a compro- 
mise basis of third class, minimum weight 24,000 pounds 
per shipment, which the War Department readily accepted. 

This disposition of the case makes for uniformity of 
practice by all carriers, and a simplified method of account-. 
ing both with the carriers and with the War Department. 


RATE INFORMATION IN NEW YORK 


B. Campbell, chairman Eastern Freight Traffic Commit- 
tee, under date of August 28, issued the following state- 
inent with reference to freight rate information formerly 
obtained from western and southern roads, now to be fur- 
nished by initial trunk lines, this being a revision of a 
similar announcement dated August 9, 1918: 

Announcement is made that arrangements will be per- 
fected as speedily as practicable whereby information re- 
garding freight rates heretofore supplied by “off-line agen- 
cies,” formerly having representation in New York City, 
will be furnished by the initial trunk lines, as indicated 


below: 
Initial Trunk Lines 
paleeenese & Ohio R. R., 
S. A. Allen, 
General Freight Agent; 
295 Broadway. 


Central R. R. of New Jersey, 
A. Hamilton, 

General Freight Agent, 

143 Liberty Street. 


Delaware, Lackawanna & 
Western R. R., 

J. J. Byrne, 

General Eastern Agent, 

90 West Street. 


Erie R. R., 

W. S. Cowle, 

General Eastern Frt. Agent, 
399 Broadway. 


Lehigh Valley R. R., 

Fred E. Signer, 

General Eastern Frt. Agent, 
Woolworth Building. 


New York Central R. R., 
Ira H. Hubbel, 

Asst. Freight Traffic Megr., 
Woolworth Building. 


New York, Ontario & West- 
ern R. 
Fred Berghein, 

General Eastern Agent, 
Grand Central Terminal. 


i of oe R. R., 
B. Scott 

District Representative, 

Woolworth Building. 


_ Lines to Be Covered 
Chicago & North Western R.R. 
Cincinnati, Indianapolis & 

Western R . 

Missouri, Kansas & Texas Ry. 
St. Louis-San Francisco Ry. 
St. Louis Southwestern Ry. 
Western Maryland Ry. 


Louisville & Nashville R. R. 

Nashville, Chattanooga & St. 
Louis Ry. 

Norfolk & Western Ry. 


Chicago Great Western R. R. 

Denver & Rio Grande R. R. 

International & Great North- 
ern R, R. 

Missouri Pacific R. R. 

Northern Pacific Ry. 

Texas & Pacific Ry. 

Western Pacific R. R. 


AAhoem, Topeka & Santa Fe 


y. 
Chicago & Alton R. R. 
Colorado Midland R. R. 
oe. mene & Santa Fe 


Kansas City Southern R: 
Kansas City, Mexico & ,om 


Ry. 

Pe St. Paul & Sault 
Ste. Marie Ry. 

my St. Louis & Western 


Chicago, Milwaukee & St. 
Paul Ry. 

Grand Trunk Western Lines. 

Great Northern Ry. 

Illinois Central R. R, 

Mobile & Ohio R. R. 

Pere Marquette Ry. 

Wabash Ry. 


Citenmn, Rock Island & Pacific 


Vv. 

Chicago, Indianapolis & Louis- 
ville Ry. 

Cievelend. Cnganet, Chicago 
& St. Lou : 

El Paso & Sout western Ry. 

Lake Erie & pat =e = oe 

Los Angeles & Salt Lake Ry. 

Minneapolis & St. Louis R. 

Union Pacific Railroad System. 


Cheam Peoria & St. Louis 


Ann Arbor R. R. 

Chicago & Eastern Illinois 
R. KE. 

Atlantic Coast Line R. R. 

Atlanta & West Point R. R. 

Chesapeake & Ohio R 

———_ Burlington & ‘Quincy 


Colorado Southern Ry. 
Georgia R. R. 

Norfolk Southern R. R. 
Seaboard Air Line Ry. 
Southern Railway Svstem. 
Western Ry. of Alabama. 


It is contemplated that this service should be in satis- 
factory operation by September 15, 1918. 
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CAR EFFICIENCY COMMITTEES 


Manager Kendall, of the Car Service Section, in his Cir- 
eular CS-28, makes the following announcement: 

With a view to securing: (b) Increased car efficiency, 
(a) Improved service, (c) Decreased transportation ex- 
penses, in handling “Less Carload” freight, committees rep- 
resenting the several regional district have been formed with 
the following as chairmen: Mr. J. R. Kearney, Allegheny 
Region; Mr. George Morton, Central Western Region; Mr. 
C. H. Ketcham, Eastern Region; Mr. T. M. Proctor, North 
Western Region; Mr. J. A. Talbott, Pocahontas Region; 
Mr. W. L. Stanley, Southern Region; Mr. F. M. Lucore, 
South Western Region. 

2. These committees will, without delay, have a survey 
made covering L.°C. L. freight forwarded for a period of 
at least ten days from all stations and transfer points in 
their respective territories, and will institute “shipping 
days” and through car loading via one or more designated 
routes base on the following considerations: (a) Volume 
of traffic; (b) Direct routing; (c) Car conservation. 

3. The committee for each region will determine the 
routing on cars destined to points within the same region. 

4. The chairmen and such members of the regional com- 
mittees as may be designated by the chairmen will, with 
the Car Service Section, act as a general commitiee to 
determine the routing and adjust necessary matters affect- 
ing inter-region cars. 

5. Care must be exercised to prevent any undue advan- 
tage being given to one city or section as against a nearby 
eompeting city or section. 

6. The support of shippers, jobbers and various com 
mercial organizations in each locality should be obtained 
for the detailed plans as adopted. 

7. As arrangements are perfected for each shipping 
center or distributing point, chairmen will furnish to the 
regional director and to the Car Service Section a detailed 
report showing: (a) Number of additional through cars 
established; (b) Estimated increase in tonnage per car; 
(c) Estimated daily or weekly saving in equipment. 

8. The chairmen will advise the Car Service Section of 
opportunities for improved loading through the back haul- 
ing of freight, particularly from far distant poinis, as, for 
example, freight from Boston, New York, or Philadelphia 
destined to local points within a radius of one hundred 
miles east of San Francisco, which might be loaded to ad- 
vantage in through cars to San Francisco, involving but 
one intermediate handling, as against several such han- 
dlings if loaded in cars carded to points east of San Fran- 


cisco. 


NEW RESERVATION RULING 


B. F. Bush, regional director, in his Order No. 53, can- 
celling Order No. 27, concerning reservations for sleeping, 
parlor cars and steamer accommodations, has made the fol- 
lowing ruling: 

Railroad agents or representatives will not pay for tele- 
graph or telephone messages covering sleeping, parlor car 
or steamer reservations; passengers desiring such reserva- 
tions made for them by railroad representatives will be 
required to pay the established charges for the necessary 
telegraph or telephone service in both directions; except 
that telegraph and telephone wires of railroads under gov- 
ernment control may be used locally or jointly, without 
charge to passengers, in procuring sleeping or parlor car 
and steamer accommodations, under the following condi- 
tions: 

(a) The accommodations will be secured only in con- 
nection with continuous trip, a reasonable time, not to 
exceed 12 hours, being allowed for train connections at 
points where transfers to sleepers are made. 

(b) A sleeping or parlor car or steamer berth ticket or 
order therefor covering the accommodations must be pur- 
chased at the time they are secured. 

(c) Before delivery of the sleeping or parlor car or 
steamer berth ticket, the agent to whom application is 
made for the accommodations shall require presentation 
or purchase of ticket good from his station to or beyond 
destination to which the reservation is made. 

It has been decided as desirable in some cases to make 
assignments of sleeping car space to points off the line of 
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sleeping and parlor car runs, but that it is not advisable 
to enumerate these points. This will permit the assign. 
ment of space at the discretion of the passenger traffic 
officers of the railroads concerned. It is desired that care 
be used in making such assignments in order to keep at a 
minimum the amount of vacant space in sleeping cars and 
at the same time afford the traveling public every oppor. 
tunity to utilize all available space. 

_ Arrangements with respect to the joint use of railroad 
wires should be made immediately and the necessary in. 
structions in regard thereto issued. Arrangements should 
also be made so that ticket agents will be enabled to sell 
tickets or orders for both railroad and sleeper or steamer 
transportation in connection with the accommodations that 


may be requested. 


WAR INDUSTRY WORKMEN FARES 


B. F. Bush, regional director for the southwestern sec. 
tion, by means of order No. 50, makes the following ruling: 
To insure uniformity throughout the country, the follow- 
ing fares and arrangements for War Industry Workmen, 
where special train service is necessary, have been author- 
ized: by which you will please be governed: 

Fare—one way: Six mills per mile, plus five cents, with 
minimum of ten cents per capita based on the mileage 
of the special service from starting point to destination. 

Fares from intermediate points to destination, and vice 
versa, to be the same as fare between the extreme points 
covered by the service. 

-Minimum per train mile: All trains to earn a minimum 
of three dollars ($3.00) per train mile. 

The minimum of $3.00 per train mile for operating special 
trains for short distances is exceedingly low, and for that 
reason it is suggested that you give this feature considera- 
tion, and by mutual agreement with representatives of 
the Government or the contractors, establish such special 
train minima per trip or per round trip as in your judg: 
ment will properly meet the situation at the various points 
where these industries are located. 

Form and limit of ticket: Special form of ten or twelve- 
trip tickets good for bearer to be used; limit not to exceed 
thirty days. 

These rates and arrangements should be confined to 
industries and construction contractors engaged wholly 
in war work. Contractors doing Government work at any 
point, and having no other business at that point, are con- 
sidered, as to such work, as engaged wholly in war in- 
dustry. 

The special forms of ten or twelve-trip tickets, which 
ever it is decided should be used, should be sold through 
the industry wherever possible, and should be honored only 
on workmen’s trains, the industries to be advised of the 
numbers and schedules of such trains and to be responsible 
for the use of these tickets by. their employes only on such 
trains. 

After conclusion is reached as to the minimum charge 
for special train at each point, the territorial Passenger 
Traffic Committees should be directed to arrange that 
tariffs now in effect be brought into conformity with the 

*basis outlined herein, obtaining passenger fare authorities 
in the usual way. 


LIBERTY LOAN APPEAL TO RAILWAY 
EMPLOYES 


In his Circular No. 51, Director-General McAdoo makes 
the following Liberty Loan appeal: 


In order to raise sufficient money to arm, equip, and 
support our gallant soldiers and sailors, to finance our 
other war activities, and to extend necessary credits to 
our allies, to enable them to continue the war against the 
German military despotism, the Fourth Liberty Loan cal- 
faign will begin September 28, 1918. Every loyal Amer: 
ican must invest in the securities of his government to 
the limit of his ability if America is to triumph in this 
war. 

Railroad men and women are doing a vital service for 
their country. They responded patriotically to the appeal 
of the government in the First, Second, and Third Liberty 
Loan campaigns, and I hope that they have bought lib 
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September 7, 1918 


erally of War Savings Stamps. They are also operating 
the railroads, which is war service of primary importance. 
[am sure that they count it a glorious privilege to do this 
yital work for their country. I deeply appreciate what 
they have already done, but there is more to do, and I am 
sure that they will do more if the way is pointed out to 
hem. 

’ The enormous sums required to finance democracy’s part 
in the war impose a new duty upon each and every one of 
us. Liberty Loans must be offered from time to time until 
the Kaiser is licked to a finish. Each of these loans must 
pe subscribed in full. No patriotic American will have 
performed his duty by subscribing to one loan only, or by 
puying a few War Savings Stamps. Each and every one 
should practice every possible economy, save every possible 
dollar, and buy as many Liberty Bonds as he can afford 
every time a Liberty Loan is offered to the country. 


In the Fourth Liberty Loan campaign which is just 
ahead of us I wish to make a special appeal to every rail- 
road employe to go the limit in lending of his available 
means to Uncle Sam. Now is the time to prepare for that 
campaign by saving every possible dollar, so that each 
may be ready to do his part before the subscription closes. 
Hundreds of thousands of employes in the railroad service 
of the United States have received, or will receive, checks 
for back pay, in accordance with the provisions of the 
Wage Order I approved May 25, 1918, and Supplement No. 
4 to General Order 27, issued on July 25, 1918. No em- 
ploye can make better use of his back pay than to lend it 
to the government at interest, thus securing an investment 
of absolute safety for himself and building up a reserve 
for a rainy day. 


You must remember that you are not asked to give your 
savings to the government; you are asked merely to lend 
your money to your government—and for what purpose? 
To back the millions of the finest American boys ever 
collected together in a great army, and to help them fight 
irresistibly for our lives, liberties, and vital interests. One 
and a half million of these splendid boys are already in 
France, and already they have given the Kaiser a dose 
from which he is staggering and from which he will not 
recover. But the pressure must be kept up. Arms, am- 
munition, and food supplies of all kinds must go forward 
ina continuous stream if the pressure is to be maintained. 
It depends upon us who stay at home to keep the pressure 
applied. We must lend our money to our government, 
lend it to the limit, so that the government may in turn 
put in the hands of our splendid sons the things without 
which they cannot fight and without which the defeat of 
the Kaiser and his hateful military despotism cannot be 
accomplished. 

I want the railroad men and women of the United States 
to do more, if possible, than anybody else, because I want 
them to be among the first always in patriotism, in service, 
and in sacrifice to our great and glorious country. We 
have the Kaiser groggy—let us keep hitting hard now until 
he is counted out. 


REDUCED FARES TO ENLISTED MEN 
AND OFFICERS ° 


A recent letter from Director Chambers to Regional 
Director Bush, concerning officers and enlisted men of the 
United States, is as follows: 

“Prior to the effective date of the Director-General’s 
Order No. 28, advancing passenger fares and discontinuing 
Special concessions, reduced fares were in effect between 
a number of military camps and contiguous cities. Order 
No. 28 discontinued all such arrangements and, thus far, 
hone of them have been renewed. 

“You are requested to canvass the situation in your 
region and to make such recommendation as to the grant- 
ing of reduced fares to officers and enlisted men as may, in 
your judgment, be advisable. It is suggested that each 
Situation be dealt with on its merits, that where there are 
other reasonably satisfactory facilities for moving the 
men, such*as trolley lines and motor busses, it will be 
umnecessary to make any reduction which will have the 
effect of unduly burdening the steam roads. In cases like 
that of Camp Upton, where there is no other means of 
transi, it is believed that the men who were largely re- 
cruite? from New York should have an opportunity to 
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visit their homes occasionally at low fares. You may 
decide to confine the reduced rates to certain trains or 
certain days of the week. 

“We would suggest a conference with the camp com- 
manders and an understanding in advance that the soldiers 
must expect to put up with crowded cars if they are 
granted reduced rates. 

“As to the measure of the reduction—this is also a mat- 
ter in which your recommendation is requested, but unless 
there is some good reason to the contrary, we believe it 
should not be less than one fare for the round trip. 

“It is obviously impracticable to use the furlough fare 
certificates which are used in connection with the long- 
haul business for which a rate of one cent per mile is 
authorized, and the only feasible check upon the traffic 
will be to confine the sale of tickets to men in uniform 
and, wherever possible, to given trains, either regular or 
special. 

“A copy of this letter has been sent to the chairman of 
the territorial passenger committees, whose co-operation 
you will probably desire in working out the details.” 


DISCONTINUES MAIL FINES 


Regional Director Bush, by means of order No. 46, an- 
nounces the discontinuance of fines for mail failures, in 
the following language: 

Effective September 1, 1918, the practice, where it now 
exists, will be discontinued, of imposing fines upon train 
and station employes in connection with mail irregularities. 

It is expected, however, that all employes whose duties 
require handling mail, will give it such attention as to 
prevent failures, and guard it at stations to prevent damage 
or depredation. 


If negligence occurs, discipline should be in some other 
form than fines. 


Where railroad companies have contractors for handling 
mail between post offices and railroad stations, the pro- 
visions of such contracts relating to fines should continue 
te be enforced. 


,.URGED NOT TO TRAVEL 


The Trafic World Washington Bureau. 

According to a statement prepared by Theo. H. Price, 

Director-General McAdoo’s recent statement in which he 

appealed to the public to forego traveling that was un- 

necessary is given point by a recently published letter 

from the Associated Press correspondent in London, which 
reads as follows: 


“The recent curtailment of railway traveling facilities 
is making itself increasingly felt at the big London sta- 
tions, where, during the week-end, long lines of travelers 
form at the hooking offices hours before trains are sched- 
uled to start. 


“No extra trains are being put on for the holidays, and 
as ticket offices are closed as soon as the seating capacity 
of the train is full, hundreds are left waiting. 

“On one Lancashire railway tickets for popular seaside 
resorts have to be purchased two weeks in advance,” 

If it be true that misery loves company, that portion 
of the American public who are complaining at the 
crowded condition of the passenger trains here may find 
some consolation in the fact that similar conditions pre- 
vail in England. 

The truth is that it is not possible to put a quart in a 
pint bottle either in England or in the United States, and 
although the passenger traffic officials there, as here, are 
doing all they can to cope with the situation, the effective 
remedy is in the hands of the public itself. It is very 
simple and may be described in the sentence, “Stay at 
home unless travel is unavoidable.” 


During the month of July the railroads were called upon 
to move 1,100,000 troops for the government, as well as 
those soldiers and sailors who were traveling on their own 
account. 

The workers in the service of the government who must 
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be moved about from place to place impose a further tax 
upon the transportation facilities of the railroads. It’ is 
important that these men should travel in comfort and 
that they should be supplied with sleeping cars on long 
journeys. New cars cannot be built in a night and, as a 
matter of fact, they are at present unobtainable because 
the labor and material required in their construction is 
not to be had. 

The passenger equipment of the railroads when they 
were taken over by the government was barely equal to 
the demands then made upon it. It cannot be enlarged 
at present without restricting some necessary war activity. 
Those who travel unnecessarily are therefore needlessly 
overtaxing the railway service, are making themselves 
and others who must travel uncomfortable, and are really 
impeding the prosecution of the war. To “stay at home” 
has now become a patriotic duty and everyone who feels 
disposed to “take a trip’ these days ought to seriously 
ask himself whether it is necessary -or cannot be post- 
poned before he buys his ticket. 

If this habit of self-examination becomes general the 
congestion of passenger traffic will disappear, for there 
are lots of journeys that are a waste of both money 
and time, and “Home, Sweet Home” is a pretty good and 
restful place after all. Those who feel an irresistible de- 
sire to roam may be able to control themselves if they 
will re-read “Prue and I,” the charming story in which 
George William Curtis describes the imaginary journeys 
of an old bookkeeper and his wife, who, being unable to 
afford the cost of travel, found exquisite pleasure in 
imagining that they were visiting the places described 
in the books of celebrated travelers. 


CLAIM AND PROPERTY PROTEC- 
TION SECTION CREATED 


John Barton Payne, genera] counsel of the Railroad Ad- 
ministration, makes the following announcement by means 
of his Circular No. 1: 

Effective September 1, a Section is created in the Divi- 
sion of Law entitled Claims and Property Protection, to 
be located in the Southern Railway Building, Washing- 
ton, D. C. 

The Section is to have jurisdiction over freight claims 
and prevention; property protection, now under the juris- 
diction of the Property Protection Section, and personal 
injury claims. 

John H. Howard is appointed manager; Philip J. Doherty, 
counsel for the property protection work; Charles F. 
Patterson, late of Pittsburgh, Pa., counsel for claims. 


CREATES WOMEN’S SERVICE SECTION 


W. S. Carter, director of the Division of Labor, in his 
Circular No. 2, makes the following announcement: 

Effective August 29th, the Women’s Service Section of 
the Division of Labor is hereby created and Miss Pauline 
Goldmark is appointed manager with office at Washing- 
ton, D. C. 

The manager of the Women’s Service Section will give 
consideration to conditions of employment of women on 
railroads under Federal control. 


SPECIAL WORKERS’ AND SOLDIERS, 
RATES 


The three cents a mile basis, around cities where there 
are war factories and military camps, is likely assumed to 
be in the scrap heap so far as soldiers and war 
factory workers are concerned. Prior to June 10, 
low rates were in effect from a number of camps to con- 
tiguous cities. Soon after the higher passenger fares went 
into effect arrangements were made to give soldiers on 
furlough and desiring to go for a considerable distance 
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from the camp, furlough rates of one cent a mile. They 
can obtain such tickets upon the presentation of furlough 
certificates and application while in uniform. 


Director Chambers has sent a circular to reigona! di- 
rectors and to passenger officials suggesting the resiora- 
tion of concession rates at camps where there are not suf. 
ficient trolleys and omnibuses to take the men to the cit. 
ies for spending their off-duty time. They have been asked 
to send their recommendations, after consultation with 
camp commanders, to Director Chambers. 

The director, it is inferred from his circular letter on 
the subject, is moving in the matter largely bécause of 
pressure, because he suggests that where there are irol- 
leys and motor busses “it will be unnecessary to make any 
reduction which will have the effect of unduly burdening 
the steam roads.” While he is asking for recommenda- 
tions, he expressed the belief that in no instance shall the 
recommendation be for less than one fare for the round 
trip. 

At points where special trains are needed to carry war 
workers to and from their work, the three cent fare has 
already been knocked out. There is, however, no uni- 
formity in such war workers’ special train fares. A scale 
for making such rates has been prepared by. Director 
Chambers. It calls for a one-way fare of six mills per mile, 
plus five cents, with a minimum of ten cents per capita 
based on the mileage of the special service from starting 
point to destination, with a train mile earning of not less 
than $3 per mile. A special form of six or twelve trip 


ticket is to be used, limit not to exceed thirty days. 


WANT CANADIAN GOVERNMENT 
CARS; RETURNED 


Manager Kendall, in Bulletin CS-45, said: 

Your attention is directed to Car Service Bulletin No. 
33, issued July 16, 1918, covering the return of Canadian 
Government Railway cars in series 248,00 Oto 248,999 to the 
owning road. 

These cars are required by that company in order to 
convert them into heater cars to protect perishable freight 
this winter. , 

The results obtained from Bulletin No. 33 are not satis- 
factory and all roads are directed to take immediate action 
and forward cars in this series to the Canadian Govern- 
ment Railway either loaded or empty, also to maintain 
record check of these cars for period of sixty days to 
locate and forward such as may be received. 


PROPOSED SALARY READJUSTMENT 


The Railroad Administration~is considering readjust- 
ment of the salaries of supervising officials. Regional 
Director Smith has made the following recommendations 
with regards to such officials in the Eastern District: 


1. Assistant Yardmasters: Pay assistant yardmasters 
on an hourly basis of eight hours per day with rate five 
cents higher than that of day or night yard foremen’s 
rates. Consider the day rates applicable to assistant yard- 
quasters whose regular hours are between 7 a. m. and 7 
p. m. and the night rates applicable to all other assistant 
yardmasters. 

2. Yardmasters: Pay a monthly rate on the basis of 
ten per.cent over the earnings of an assistant yardmaster 
on a ten-hour basis. Yardmasters at outside points where 
no assistant yardmasters are employed should be paid on 
monthly basis the same rate as an assistant day yard- 
master working ten hours per day. 

8. Assistant General Yardmasters: Pay a monthly rate 
on the basis of 1214 to 18 per cent over the earnings of an 
ussistant yardmaster on a ten-hour basis, maximum $250 
per month. 

4. General Yardmasters: Pay on monthly basis a rate 
20 per cent over the wages of an assistant night yard- 
master working ten hours, with a maximum cf $275 per 
month. 

5. Trick Dispatchers: Apply increase of twenty per 
cent over rates as of August 1, 1918, with a maximum of 
$210 per month. 

6. Chief Dispatchers and Night Chief Dispatchers: Ap 
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ply increase of 20 per cent over rates as of August 1, 1918, 
with a maximum of $275 per month. 

7. Trainmasters: Apply increase of 30 per cent over 
rates as of August 1, 1918, with maximum of $350. The 
Allegheny Region disagrees and recommends a 20 per cent 
increase, with a minimum of $250 and a maximum of $350. 
The Eastern Region asks for a maximum of $350, with a 
30 per cent latitude, with no minimum, as we have a great: 
jany branches where a minimum of $250 is too high. Our 
disagreement as to the 20 per cent and 30 per cent is that 
the prevailing Allegheny rates are now higher than the 
Eastern Region, and the 30 per cent on the Eastern Region 
will tend to restore equilibrium. 

ja. Assistant Trainmasters: Apply increase of 30 per 
cent over rates as of August 1, 1918, with a maximum of 
$300. The Allegheny Region disagrees and asks for an 
increase of 20 per cent, with a minimum of $200 and a 
maximum of $300. The Eastérn Region asks for a maxi- 
mum of $300, with 36 per cent latitude and no minimum, 
as we have a great many branches where a minimum of 
$200 is too high. Our disagreement as to the 20 per cent 
and 30 per cent is that the prevailing Allegheny rates are 
now higher than the Eastern Region, and the 30 per cent 
on the Eastern Region will tend to restore equilibrium. 

8. Road Foremen of Engines and Traveling Engineers: 
Apply increase of 20 per cent to rates as of August 1, 1918, 
with minimum of $200 and maximum of $300. 

8a. Assistant Road Foremen of Engines: Apply increase 
ot 20 per cent over rates as of August 1, 1918, with a 
minimum of $175 and maximum of $250. ; 

8b. Traveling Firemen: Apply increase of 20 per cent 
over rates as of August 1, 1918, with minimum of $150 
and maximum of $200. 

9. Division Engineers, or Roadmasters: Apply increase 
of 20 per cent over rates as of August 1, 1918, with mini- 
mum of $250 and maximum of $350. 

10. Track Supervisors, Supervisors of Bridges and Build- 
ings, and Supervisors of Signals, or their equivalents: 
Apply increase of 25 per cent over rates as of August 1, 
1918, with minimum of $150 and maximum of $225. 

11. Division Superintendents, Assistant Superintendents, 
Master Mechanics, etc.: We recommend that the federal 
or general managers be requested to submit to the regional 
directors their recommendations for increases in rates of 
pay for superintendents, assistant superintendents, master 
mechanics, and such other officials as in their opinion 
should receive consideration. 

2. Recommend in connection with paragraph 11 that 
the federal or general managers be authorized (with ap- 
proval of the regional director) to make such further ad- 
justments in rates of pay as may be necessary to re-estab- 
lish the proper differential between the new rates for su- 
pervising officials and other employes not specifically cov- 
ered, in ,order to correct any inequalities resulting from 
increases that may have been granted or as may be neces- 
sary. 

13. On account of different systems of organization be- 
ing in effect on the several railroads, titles do not corre- 
spond with those listed above and in some cases on the 
smaller lines the duties are not assigned to correspond 
with the above organization. In such cases the regional 
director should be authorized to make adjustments to cor- 
respond with the foregoing recommendations. 


14. Recommend that increases referred to be applied 
against the rates as of August 1, 1918, and be retroactive 
to January 1, 1918. 


NAMES FEDERAL MANAGER COAST- 
WISE STEAMSHIP LINES 


Director-General McAdoo, September 3, announced in 
circular No. 32 the appointment, effective September 1, 
of H. B. Walker as federal manager of the Coastwise 
Steamship Lines, with office Southern Pacific Pier 49, 
North River, New York, reporting to the director, Division 
of Operation, and with jurisdiction over all departments 
of the following coastwise steamship lines under federal 


control: Old Dominion Steamship Company, Ocean Steam- 
ship Company, Southern Steamship Company, Merchants 
& Miners Transportation Company, Mallory Steamship 
Company, Clyde Steamship Company, Southern Pacific 
Company-Atlantic Steamship Lines. 


THE TRAFFIC WORLD 


497 


The Director-General expressed his appreciation of the 
services of the steamship advisory committee, which, with 
L. J. Spence as chairman, has been handling the coast- 
wise service under a temporary organization up to this 
time. L. J. Spence particularly, who remains with the 
Southern Pacific Company, has rendered excellent service, 
the Director-General said. 

H. B. Walker, the new federal manager, is president of 
the Old Dominion Steamship Company, which is owned 
jointly by the railroads from the South and has been their 
means of entry into New York, Boston and other eastern 
cities. He is a traffic man as distinguished from an oper- 
ating official or one who has devoted himself to the finan- 
cing of property. He came up through the various ranks 
to the position he is now holding, so he is fully aware of 
the traffic problems confronting the adjunct to the rail 
transportation system, of which he has been made the 
head. 


MAKING INSPECTION AND INVESTI- 
TION TRIP 


The Trafic World Washington Bureau. 


Director-General McAdoo left Washington on Sept. 4 for 
about two weeks, which will be devoted exclusively to 
the consideration of railroad questions. He went first to 
New York where he met with the regional director, the 
district directors, and federal managers of the eastern 
region for a discussion of questions connected with rail- 
roads under federal control in that region. . 

From New York, Mr. McAdoo goes to New England for 
an inspection, as his press announcement said of the 
terminal facilities at Boston, and railroads in New England. 
Incidentally he intended to have a look at the Cape Cod 
Canal taken under federal contro] about a month ago. 

From New England he plans to go to Pittsburgh for a 
meeting with the principal officials of railroads under 
federal control] in the Allegheny and from there he thought 
he might go to the principal railroads in the Pocohontas 
Region. 

Up to the time of his departure from Washington, the 
Director General has made an extended trip to the Pacific 
Coast and had met with the officials of the Northwestern 
and Central Western Regions. 


SHORT LINES AND ORDER 27 


B. F. Bush, regional director for the Southwestern 
Region, in his Order No. 55, says: I have letter of August 
28th, from Mr. C. R. Gray, Director, Division of Operation, 
which reads as follows: ; 

“The Director General has decided that where short 
lines are taken over by special agreement, subsequent to 
July 1st, the application of General Order No. 27 and its 
supplements thereto, so far as the Railroad Administra- 
tion is concerned, will be as of the date upon which the 
particular contract is effective.” 

Please be governed accordingly. 


MAY CONTINUE SPECIAL TRAINS 


The Trafic World Washington Bureau. 


Special trains for political candidates and campaigners 
will be continued by Director-General McAdoo when it can 
be done without interfering with regular passenger busi- 
ness or troop movement. Tariff rates will be charged as 
formerly. 

The question was raised in the southern states where 
rival candidates by custom are required.to travel on the 
same train, eat at the same table and speak from the same 
platform. 


NO GARNISHMENT OF WAGES 


The Trafic Worid Washington Bureau. 


The administration has forbidden the garnishment or 
attachment of money in the hands of federal-controlled 
railroads for the payment of debts of employes, on the 
ground that such- proceedings hamper operation of the 
railroads. If necessary, rules for disciplining railroad em- 
ployes who do not pay their debts will be issued. 
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Legal Department 


In this department a legal expert answers simple questions relating 
to the law of interstate transportation of freight. eaders desiring 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Loss Account Defective Grain Doors. 


Georgia.—Question: It has long been the practice with 
earriers to pay loss claims for shortage in grain, result- 
ing from defective grain doors. Certain lines, however, 
are now taking the position that there is no legal re- 
sponsibility resting upon them for adjustment of such 
claims. They contend, that devolves upon shippers to 
furnish sound and adequate grain doors. 

May we ask for an opinion, with any citation you can 
give, as to decision involving this question? 

Answer: The Interstate Commerce Commission holds 
that a carrier is not under the legal obligation to furnish 
grain doors for a car, and that if the shipper furnishes 
the same, that the carrier may not lawfuly reimburse 
him for the expense incurred in attaching grain doors 
to box cars unless expressly so provided in its tariff. 
This provision should be to the effect that where grain 
doors are necessary and are furnished by the shipper, the 
carrier will pay the actual cost of such doors, with stated 
maximum allowance per grain door and per car. Rule 
78, Conference Rulings Bulletin 7. 

One of the causes for which a carrier is not responsible 
for loss of or injury to goods is that resulting from the 
negligence or wrong of the shipper or owner. For in- 
stance, a carrier is not responsible for loss or injury re- 
sulting from the defective manner in which goods are 
packed by the owner, or from negligence of the shipper 
in loading the freight on the car, or defects in appliances 
furnished by the shipper. Michie on Carriers, volume 1, 
section 998 to 1002. Therefore, if the shipper furnishes 
and attaches grain doors to a car, and the same were 
defective or improperly attached, and by reason thereof 
the goods were lost while in transit, the carrier would 
not be liable. a‘ x 7 ; 

& 


Freight Charges F. O. B. Shipments. 


Missouri.—Qnestion: We quote some of our material 
f. o. b. St. Louis with freight allowed. If we quote f.o.b. 
destination and mention the point of destination will it 
be necessary that the freight charge be prepaid, or can 
this be deducted from the face of the invoice, or else 
allowed on presentation of the paid expense bill? For 
instance, if we quote f. o. b. cars New York, must the 
freight charges on this shipment be prepaid by us? 

Answer: The carrier may in any instance demand the 
payment of freight charges in advance on a given ship- 
ment, regardless of how it may have been billed, or the 
terms of sale between the seller and the purchaser. There- 
fore, the particular nature of the terms between the seller 
and the purchaser is not binding upon the carrier or 
determinative of its rights. In the shipment above de- 
scribed, to quote “f. o. b. car New York” means that the 
seller will assume all the cost and risk of transportation 
from shipping to destination point, and if the carrier does 
not collect freight charges in advance, and the same are 
paid by the consignee, the latter may either deduct them 
from the face amount of the invoice, or charge them 
against the consignor’s account. 

Es * * 


Rental of Tank Car Misdelivered. 


Ohio.—Question: Is a carrier who misuses a private 
car liable for rental of same during period of misuse? 
Loaded tank car moving from Indiana to point in Ohio 
arrived at junction point of delivering carrier, but before 
interchange was made, through error of operating de- 
partment, tank was forwarded to another destination on 
a bill for car of same number but different initial. We 
lost the services of our car for sixteen days, due to error 
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of carrier, and contend that we should be reimbursed 
for the rental of same at $3 per day for sixteen days, or 
the amount we were compelled to pay owner of the car 
during the period of misuse. Carrier acknowledges error, 
but declines to make any adjustment. 

Answer: Rule 14 (c) of the Code of Car Service Rules 
of the American Railway Association provides that “pri- 
vate tank car owners must assume responsibility for any 
excess empty mileage resulting from improper delivery 
of their cars by connecting lines.” 


% * % 


Payment of Freight Charges. 


Indiana.—Question: Won’t you please advise, through 
the columns of your publication, your opinion as to the 
enforcement of the rule in effect by some of the rail- 
roads, whereby they force or estimate the charge on ship- 
ments which arrive without billing? In most cases ship- 
ments of this kind are delivered on free astray billing, and 
when revenue billing is received the freight charges are 
presented for payment. 

We have always contended that it is not up to the con- 
signee to establish the carrier’s billing, and we have 
therefore refused to pay these forced charges. What we 
would like to know is, whether, under the new order of 
things, we would be compelled to pay the charges as esti- 
mated or forced by the transportation company upon pres- 
entation of freight bills, or whether we can refuse to 
pay these bills until such time as the carriers can establish 
their billing and present bills for the proper charges. 


The Railroad Administration General Order No. 25 reads 
that in case of any question as to the accuracy of charges, 
bills must be paid as rendered and claim presented for 
alleged errors, but in this case I do not see why we should 
be compelled to establish revenue billing for the carriers. 


Answer: A carrier has, as a matter of law, the right 
to require the prepayment of all charges before accepting 
a shipment for transportation, and may lawfully refuse 
to deliver goods to the consignee until all the transporta- 
tion charges are paid. The law requires a carrier to collect 
and the party legally responsible to pay the lawfully es- 
tablished rates without deviation therefrom. The con- 
signee is liable for such charges if he accepts the shipment. 
Therefore, in order to obtain the goods, the consignee 
must pay the charges demanded by the carrier, and it is 
common knowledge that it would have been futile to dis- 
pute the charges. The carriers have their established 
rates and charges, and these the shippers are presumed 
to know, and must pay, or forego their facilities and ben- 
efits. For the time the shipper is under compulsion to 
pay whatever charges the carrier might impose. He is 
under a sort of moral duress, but it is well established 
that money paid under compulsion may be recovered, if 
not properly due. Chicago & Alton R. R. Co. vs. C., V. & 
W. Coal Co., 79 Ill. 121; Southern Pacific Co. vs. California 
Adjustment Co., 23 Fed. 954. The law being settled as 
above stated, the United States Railroad Administration, 
in General Order No. 25, dated May 20, 1918, ruled that 
in the collection of transportation charges, carriers under 
federal control shall be on a cash basis, for services ren- 
dered, and that in case of any question as to the accuracy 
of charges, bills must be paid as rendered and claims pre- 
sented for alleged errors. This order also provides that 
if a bill of lading be lost or delayed the freight may be 
delivered in advance of surrender of the bill of lading 
upon receipt by the carrier’s agent of a certified check 
for an amount equal to 110 per cent of the invoice or upon 
receipt of a surety bond, either individual or corporate, 
acceptable to the treasurer of the carrier, in an amount 
for twice the amount of the invoice. 


So % % 





















Storage Charges Improperly Assessed. 


Wisconsin.—Question: A shipment was consigned from 
Chicago, Ill., to Toledo, O. Immediately after the ship- 
ment moved it was discovered by the shipper that the 
destination should be Dayton, O., and reconsigning in- 
structions were placed with the originating carrier to cover 
the new destination, Dayton, O. The shipment arrived 
first destination, i. e., Toledo, and was held in storage sev- 
eral days, after which it was turned over to a private 
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warehouse concern for storage. Within several weeks, 
however, the reconsigning instructions caught up with the 
shipment and same was then forwarded to Dayton. 

In the meantime storage charges had accrued at Toledo, 
0. Carriers admit that they are responsible for the stor- 
age charges on account of their failure to handle recon- 
signing instructions promptly, but now set up that they 
cannot refund the amount of the storage charges, since 
the storage charges were assessed by an individual firm 
and are not the charges of the carrier. Shall be glad to 
have you advise us our rights in this case and the merit 
of carriers’ position. 

Answer: In the case of Lighterage and Storage Regu- 
lations of New York, 35 I. C. C., 56, the Interstate Com- 
merce Commission ruled that railroad companies are under 
obligation to store freight only for such period as may 
be required to afford shippers a reasonable opportunity to 
remove it. Section 5 of the uniform bill of lading pro- 


vides that if the owner does not remove pfoperty within 
forty-eight hours after notice of its arrival has been given, 
the carrier may keep it in the car or warehouse of the 
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carrier, or remove it to a licensed warehouse at the cost 
of the owner and there hold it at the owner’s risk and 
without liability on the part of the carrier. 

Rule 7 of the Code of Storage Rules, which have been 
approved by the Interstate Commerce Commission, pro- 
vides that no storage charges shall be collected for rail- 
road errors which prevent proper tender or delivery, and 
that storage charges assessed or collected under such con- 
ditions shall be promptly canceled or refunded by the 
carrier. 

Inasmuch as the carrier reserves the right, under the 
uniform bill of lading, to store the goods at a public ware- 
house and, further, as it cannot, under the Code of Storage 
Rules, assess or collect storage charges for errors in im- 
properly tendering or delivering the goods, it is our opin- 
ion that the carrier, in the shipment in question, should 
refund the storage charges collected, and cannot make a 
valid defense on the ground that the storage charges were 
assessed by a public warehouse, since such a defense 
would enable the carrier to take advantage of its own 
wrong. 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


TRANSPORTATION AND DELIVERY BY — 


Conversion: 

(Kan. City Ct. of App.) In action against railroad com- 
pany, receivers, and railway company which purchased 
property on reorganization, for conversion of apples, where 
plaintiff, alleging railway company has purchased interest 
of receivers and railroad company and has assumed all 
obligations, but offered no evidence in support, a peremp- 
tory instruction for defendant is justified—Clemmons 
Produce Co. vs. St. Louis, San Francisco Ry. Co. et al., 
204 S. W. Rep. 590. 


DELAY IN TRANSPORTATION OR DELIVERY. 


Reasonable Time: 

(Sup. Ct. of Mich.) Where bill of lading provides for 
transportation of goods “with reasonable dispatch,” parol 
evidence of a conversation wherein carrier assured ship- 
per before signing of bill of lading that goods would 
reach destination before certain time is admissible as 
bearing on carrier’s understanding of what was a reason- 
able time, and is not objectionable as varying terms of 
bill of lading —Harmon et al. vs. Michigan United Traction 
Co., 168 N. W. Rep. 521. 

In action against carrier for delay in transportation, 
where plaintiff pleads specific agreement by carrier to 
deliver before certain time, there is no variance between 
such pleading and proof of bill of lading containing agree- 
ment to deliver with reasonable dispatch, where parol 
evidence showed carrier’s understanding of reasonable 
dispatch required delivery before time alleged.—Ibid. 


LOSS OF OR INJURY TO GOODS. 
WarehouSeman: 

(Sup. Jud. Ct. of Me.) Under act Cong. Feb. 4, 1887, 
section 1, as amended by act Cong. June 29, 1906, section 
1, defining transportation, and section 20, as amended by 
section 7, par. 11, initial carrier liable for damages ac- 
cruing on connecting lines where terminal carrier notified 
party of arrival of shipment, and shipment was not re- 
moved within 48 hours, held, initial carrier’s liability there- 
after, for acts of terminal carrier, was that of warehouse- 
man, in view of bill of lading.—Briggs Hardware Co. vs. 
Aroostook Valley R. Co., 104 Atlantic Rep. 8. 

A warehouseman must use ordinary care, and is liable 
only for negligence.—Ibid. 

Negligence: 

(Sup. Jud. Ct. of Me.) In action for damages against 
initial carrier for carload of potatoes destroyed by fire 
after reaching destination, stipulation that contents of 
car “were damaged by fire originating, either from heating 
apparatus, or from a stove placed in the car, without the 


Loss and Damage Decisions a 


knowledge of the terminal carrier,’ without evidence as 
to cause and circumstances of fire, would not authorize 
judgment for plaintiff, causes stipulated being disjunctive, 
excluding operation of both.—Briggs Hardware Co. vs. 
Aroostook Valley R. Co., 104 Atlantic Rep. 8. 

Initial Carrier: 

(Sup. Jud. Ct. of Mass.) Where the initial carrier made 
no contract to deliver to the consignee, the burden 
rested on the latter to prove the negligence of such initial 
carrier before transferring the car to the terminal carrier. 
—Emery & Co., Inc., vs. Boston & M. R. R., 120 N. E. 
Rep. 106. 

In an action against the initial carrier of fish for damage 
thereto from defective icing, held, in view of nature of 
shipment, weather conditions, and short time between 
car’s arrival and delivery to plaintiff that the jury could 
find that, owing to defective icing, the fish were in a 
damaged condition when the car left the initial carrier’s 
yard.—Ibid. 


Agreement to Ice: 

(Sup. Jud. Ct. of Mass.) Where the owner and con- 
signee of fish agreed with the initial carrier to make and 
did make an arrangement to replenish the ice in the car, 
such agreement, subsequent to the bill of lading, was valid 
and bound the consignee.—Emery & Co., Inc., vs. Boston 
& M. R. R.,, 120 N. E. Rep. 106. 


Negligence of Consignee: ; 

(Sup. Jud. Ct. of Mass.) The consequences to a car of 
fish resulting from the consignee’s own failure to provide 
sufficient ice are not imputable to the initial carrier.— 
Emery & Co., Inc., vs. Boston & M. R. R., 120 N. E. 106. 

A consignee of freight cannot recover of the carrier 
where his own negligence is as much the cause of the 
loss as the negligence of the carrier.—Ibid. 

Where the consignee of a carload of fish agreed with 
the initial carrier to re-ice the car, and appointed an ice 
company its agent for that purpose, whose driver reached 
the initial carrier’s yard too late, after it had been closed, 
and the ice company’s foreman, after attempting to com- 
municate by telephone with the carrier’s officials, and 
getting no response, abandoned all further efforts to exe- 
cute the consignee’s order to re-ice the car, the carrier 
was not liable for damage to the car of fish on the theory 
that the refusal of its gateman to permit the ice wagon 
to enter the yard was negligence on its part.—Ibid. 
Evidence: 

(Sup. Ct. of Ia.) In a suit before a justice of the peace 
by the consignor against a railroad company for damages 
to a shipment of eggs, an ex-parte affidavit that the eggs 
were in a damaged condition when they reached their 
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destination was not admissible, no opportunity for cross- 


examination having been afforded.—Yarcho vs. Chicago, 
R. I. & P. Ry. Co., 168 N. W. Rep. 336. 

In a suit before a justice of the peace by the consignor 
against a carrier for damages to a shipment of eggs, an 
unsworn and unsigned statement of account sent by the 
consignee to the shipper reciting that the shipment was 
damaged on arrival was inadmissible, notwithstanding a 
custom as to examination of shipments by the consignee 
and the railroad’s inspector.—Ibid. 


Presumption: 

(Sup. Ct. of Ia.) An application of the presumption of 
continuity has made a rule that, if goods are shipped in 
sound condition and carrier delivers them in a damaged 
state, something done during transit has caused the dam- 
age, although the presumption that a state of things once 
shown to exist continues is equally available to the carrier. 
—Yarcho vs. Chicago, R. I. & P. Ry. Co., 168 N. W. Rep. 
336. 

Insurer: 

(Sup. Ct. of Miss.) A common carrier is responsible for 
all losses, except those occasioned by act of God or public 
enemy, except as it may stipulate in its contract against 
common-law liability—Yazoo & M. V. R. Co. vs. Craig et 
al., 79 Sou. Rep. 102. 

Liability: 

(Sup. Ct. of Miss.) Under bill of lading relieving, from 
liability for loss “by accidents or delays from unavoidable 
causes,” unusual and unexpected congestion at place of 
destination due to teamsters at destination accustomed 
to handle shipments being occupied removing freight al- 
ready there, held not to exonerate initial carrier from 
liability for shipment destroyed by fire while sidetracked 
nine miles from destination upon tracks of connecting 
carrier.—Yazoo & M. V. R. Co. vs. Craig et al., 79 Sou. 
Rep. 102. 


Carmack Amendment: 

(Sup. Ct. of Miss.) Under Carmack amendment liability 
of initial carrier for goods consumed by fire while side- 
tracked along line of connecting carrier before reaching 
destination is not limited to loss caused by some affirma- 
tive act of connecting carrier.—Yazoo & M. V. R. Co. vs. 
Craig et al., 79 Sou. Rep. 102. 


, CARRIAGE OF LIVE STOCK. 
Value: 

(Ct. of Civ. App. of Tex.) In an action for damages 
to a shipment of cattle, a witness who testified that the 
cattle had a market value at destination, naming it, was 
qualified to testify as to the market value, without stating 
that he had known the same number of cattle as were 
. in the shipment to be sold at such point.—International 
& G. N. Ry. Co. et al. vs. Ash, 204 S. W. Rep. 668. 
Contributory Negligence: 

(Ct. of Civ. App. of Tex.) Contributory negligence is 
a matter of defense which must be pleaded and proved, 
except where plaintiff in pleading or developing his case 
pleads or develops contributory negligence.—International 
& G. N. Ry. Co. et al. vs. Ash, 204 S. W. Rep. 668. 


REGULATION OF COMMON CARRIER. 
Released Rate: 

(Sup. Ct. of Iowa.) A _ shipper, accepting bill of 
lading at reduced rate, was bound to know that such rate 
was in consideration of limited liability assumed by the 
carrier as indicated in the approved form of contract and 
schedule filed with the Interstate Commerce Commission, 
which conditions could not be lawfully ignored, waived, or 
materially changed by agreement.—Tuller vs. Chicago, R. 
I. & P. Ry. Co., 168 N. W. Rep. 301. 

Schedule of Rates: 


(Sup. Ct. of Iowa.) The payment of a schedule freight 
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In an action for damages to a shipment of live. stock, 
where there. was no evidence showing contributory negli- 
gence on the part of the shipper, it was immaterial 
whether the definition of contributory negligence given in 
instructions was correct or not.—lIbid. we 

Contributory negligence does not arise as a matter of 
law, unless the acts constituting such negligence are in 
violation of law, or the evidence is of such a character 
as to permit of but one reasonable inference.—Ibid. 

In a shipper’s action for damages to a shipment of live 
stock, the burden of proving his contributory negligence 
was on the carrier.—Ibid. 

Delay—Washout: 

(Ct. of Civil App. of Tex.) Where the carrier knows, 
when cattle are received for shipment, that a washout 
exists on its line, but fails to advise the shipper or stipu- 
late against the consequences thereof, but promises prompt 
shipment, the carrier is not excused from liability for 
delay caused by the washout as an unavoidable casualty 
or act of God.—Gulf, C. & S. R. Ry. Co. vs. Gross, 204 S. 
W. Rep. 693. 

Delivery: 

(Ct. of Civ. App. of Tex.) The arrival of train carrying 
a shipment of live stock, in the switching yards of the 
carrier three or four miles from the stock yards which is 
the destination of the shipment, is not a delivery com- 
pleting the shipment.—Gulf, C. & S. F. Ry. Co. vs. Gross, 
204 S. W. Rep. 693. 

In action for delay in live stock shipment, where, under 
the issues submitted, no damage arising after the delivery 
of the shipment to certain stock yards, which was the 
destination called for, could have been considered by the 
jury, it was proper to refuse the carrier’s requested 


charges that its liability terminated upon delivery to the . 


stock yards.—Ibid. 
Damages: 

(Ct. of Civ. App. of Tex.) In actions for damages for 
delay of shipment of live stock, the measure of damages 


,is the difference between the reasonable market value of 


the shipment at place of destination at the time it should 
have arrived, if handled in the usual and customary time, 
and the reasonable market value of the shipment at the 
time and in the condition in which it actually arrived at 
destination.—Gulf, C. & S. F. Ry. Co. vs. Gross, 204 S. W. 
Rep. 693. 

Limited Liability: 

(Sup. Ct. of Ia.) Evidence held insufficient to sustain 
a verdict that the carrier’s agent by misrepresentation 
deceived shipper of live stock into signing a limited lia- 
bility contract instead of one providing for common-law 
liability —Tuller vs. Chicago, R. I. & P. Ry. Co., 168 N. W. 
Rep. 301. 

Time to Sue: 

(Sup. Ct. of Ila.) A provision in an interstate shipping 
contract at reduced rate, limiting the right to bring action 
for damages to shipment to 6 months, is reasonable, and 
bars recovery in an action brought 18 months after de- 
livery of shipment.—Tuller vs. Chicago, R. I. &-P. Ry. Co., 
168 N. W. Rep. 301. 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


rate binds both shipper and carrier to the observance of 
the conditions and limitations of such schedule as filed 
with the Interstate Commerce Commission.—Tuller Vs. 
Chicago, R. I. & P. Ry. Co., 168 N. W.- Rep. 301. 

In an action for damage to a live stock shipment, the 
transaction being controlled by federal statutes and regu- 
lations fixed by the Interstate Commerce Commission, 
there is no presumption that the carrier assumed the 
common-law liability, unless plaintiff prove it accepted the 
schedule rate therefor.—Ibid. 

Routing: 


(Sup. Ct. of Ala.) A carrier must obseyve directions 
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of the shipper as to the routing, especially where a greater 
freight charge than the lawful charge agreed upon will be 
incurred if a different route is employed, unless interven- 
ing circumstances justify the change.—Ex parte Louisville 
& N. R. Co., Oden-Elliott Lbr. Co. vs. Louisville & N. R. 
Co., 79 Sou. Rep. 139. 

Where the bill of lading specified a legal rate of 19 
cents, and there was only one route over which the ship- 
ment could be made at such rate, carrier was sufficiently 
apprised of the route desired by shipper.—Ibid. 

Where shipper designated a route at a certain through 
rate, but the goods were deflected at a certain-point over 
another route, thereby increasing the charges, the remedy 
of the shipper is not against the carrier to which the 
goods were defiected.—Ibid. 


GOVERNMENT OPERATION FROM 
THE STANDPOINT OF A 
FREIGHT CLAIMANT 


(Thomas C. Mapother) 

The American public is long suffering, and one of its 
afflictions of many years’ duration is the arrogance and 
indifference of the average railroad freight claim agent, 
reinforced by red tape and inefficiency, which are sub- 
jects of the not greatly overdrawn satire of “Pigs Is 
Pigs” by Ellis Parker Butler. 

The freight claim and law departments of all carriers 
profess to be solely interested in making prompt adjust- 
ments in full of the carriers’ legal obligations in this 
direction. Some of them are; some are not; some of 


each class are incapable of recognizing their obligations; 
a a — P s P 

and some of the inequalities and inconsistencies in such 

adjustments are peculiar and unique. 


Many claims presented by the public are unjust or 
improperly compiled, and are unworthy of consideration; 
and many that are both just and figured on a correct 
legal basis are arbitrarily declined, or settlements at- 
tempted to be forced by offers far below their value. 
Many claimants abandon declined claims which are meri- 
torious, and submit to unconscionable settlements on 
others, rather than assume the burden of litigation. The 
means of making this last named burden a real one were 
abundant under the laws of this country, state and fed- 
eral, prior to government control. They bid fair to be- 
come downright oppressive under a public railroad ad- 
ministration with drastic power, dominated by railroad 
men, inclined by training ‘and interest, to regard all 
claims as exaggerated obstacles to successful operation. 

If the laws of this country governing liability, venue 
and procedure, on this branch of business prior to De- 
cember 28 last were undisturbed they would be burden- 
some to the claimant and abundantly sufficient to protect 
every interest of the carrier. Where several lines par- 
ticipated in the transportation service, the initial carrier, 
being the only one liable on the whole haul, was a neces- 
Sary defendant where the place of injury was unknown 
to claimant, which is the case nine times out of ten. 
And that carrier was often non-amenable to service of 
process at destination, where the claimant resided, in 
which event suit had to be intrusted to unknown counsel 
al point of origin, perhaps a great distance from the point 
of delivery, and witnesses at the last named place, which 
are generally the more numerous and important, had to 
be transported to the first named point (more than once 
in event of continuances of trial, which are common) or 
their depositions used, which latter form of proof is 
Proverbially inefficient. This situation in itself was suffi- 
cient to spell the finish of claims involving small sums, 
the abandonment of which was cheaper than their prose- 
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cution. And the claimant must usually count cost where 
the carrier does not. 


Appearance of an initial carrier, under conditions out- 
lined above, might have been secured by attachment, the 
risk of which is beyond assumption on small claims, and 
which, because of its danger, was not to be assumed on 
large ones unless in a very clear case. For the defeat 
of claimant, even on sheer technicalities, which are many 
in these cases, would mean wrongful attachment and re- 
sulting liability on the bond. 


But the difficulties of getting the proper carrier in court 
at destination were small compared to those of meeting 
legal requirements in establishing a claim in court after 
it was in. A shipment of mixed live stock might reach 
destination with dead, crippled and maimed animals 
therein, besides missing a market through unreasonably 
delayed transportation and exhibiting a heavy excess 
shrinkage in weight. Even if service of process can be 
perfected at place of delivery, there must, in order to 
meet rules of evidence, be produced as witnesses at the 
trial the men who received the cars there, noted time 
of arrival and condition; those who weighed each lot of 
the different character of animals; those who sold each 
of the lots, and the living, dead and crippled out of them; 
those who know the values of each and their market 
values when they should have been delivered; those who 
fed and watered them and who followed them to the 
scales and who know that the stock unloaded from par- 
ticular cars and put into particular pens were the par- 
ticular stock weighed at particular scales and sold to 
particular persons. It might be necessary for a claimant 
to use from eight to a dozen witnesses to establish these 
facts, and the most careful expert at handling such cases 
is occasionally caught with a link missing in his chain 
of testimony, which it is necessary to supply by telephon- 
ing for additional witnesses in the middle of a trial, and 
which shows the impossibility of undertaking the proper 
trial of such a case except at destination, where the wit- 
nesses are available. Much of this evidence is matter 
of record, as readily accessible to the carrier as to claim- 
ant, but records can be identified only by the ones who 
made them, and many different persons figure in their 
making. 

This is, of course, unbridled technicality, but many rail- 
road attorneys gloat in taking advantage thereof and 
others do so contrary to personal inclination, but under 
instructions from the general counsel, who appreciates 
winning in this manner the same as in any other. His 
directions are to fight, right or wrong, and to a finish. 
If defeated, appeal, whether there is a chance of success 
or not, and keep on appealing as long as you can and 
at whatever cost. Make the plaintiff wait for, work for, 
and earn his money, to the end that he may find his 
task so disagreeable that, whatever the result, he will 
let us alone hereafter. 


This spirit natuarlly reaches the claim agent, and its 
demoralizing effect is clearly discernible in the latter’s 
inclination to drive bargains rather than be fair and to 
be governed in adjustments by what he considers the 
claimant will stand rather than what he should be paid. 
The average claim agent is apparently indifferent to law- 
suits and will often subject his road to suit on a clear 
claim as readily as on one open to good-faith discussion 
or wanting in merit. 

Some time ago certain railroad lawyers conceived the 
idea that the enforcement of state attachment laws against 
carriers constituted an unwarranted interference with in- 
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terstate commerce, but their contention was rejected by 
the federal Supreme Court in the Davis case, in an opin- 
ion discussing at length the alleged incompatibility be- 
tween the obligations of carriers to their creditors and to 
the public, and from which the following is an extract: 

“The interference with interstate commerce by the 
enforcement of the attachment laws of a state must not 
be exaggerated. It can only be occasional and temporary. 
The obligations of a carrier are tolerably certain, and 
provisions for them can be easily made. Their sudden 
assertion can be almost instantly met; at any rate, after 
short delay, and without much, if any, embarrassment to 
the continuity of transportation,’’* 


This statement is as true to-day as in 1909 and its 
correctness is not affected by either real or imaginary 
advantages of government operation. There is still no 
incompatibility between the obligations of a carrier to 
its creditors and its obligations to the public and the 
government, even under existing war conditions. It 
should be required to meet them all, and the fact that 
some might be burdensome or troublesome has never been 
considered ground for their avoidance. 

It was therefore a shock to all character of railroad 
claimants when the President’s proclamation of last De- 
cember, assuming control of the railroads, was found 
to contain a clause making the right of attachment de- 
pendent upon the previous consent of the Director-General. 
And it was a worse shock to learn later that this high 
official withheld such consent in cases properly calling 
for the exercise of this writ, and even where it was the 
only practical remedy available to claimant, in which 
latter case the result is equivalent to the annihilation of 
the claim and represents an actual destruction of prop: 
erty to the extent of its value. And no apparent interest 
is thereby served but that of the carrier, which thus 
saves the money it ought to pay out. 

The President’s proclamation also made the levy of an 
execution on property used in transportation dependent 
upon the previous consent of the Director-General. It was 
possible, under this provision, for that official, by with- 
holding such consent, to render indefinitely nugatory 
almost every court judgment for money against a carrier 
in the United States. We know of no case, however, 
where it became necessary to request the consent of the 
Director-General to levy an execution prior to the passage 
of the act of Congress of March 21, 1918; and, indeed, 
up to the present time, railroads have generally taken 
care of ordinary judgments without the necessity of ex- 
ecuting them. Some of them were appealed and, in view 
of the fact that they could not be executed, the formality 
of a supersedeas bond to stay execution pending appeal 
was dispensed with, thus depriving claimants, in states 
where the execution of such a bond adds a penalty to the 
judgment upon affirmance, of substantial sums of money 
in many cases. 

Claimants hoped that the act of Congress of March 21, 
1918, would afford them substantial relief against the 
drastic provisions of the President’s proclamation of last 
December, but it did not, That act provides, section 10: 

“That carriers, while under federal control, shall be 
subject to all laws and liabilities as common carriers, 
whether arising under state or federal laws or at common 
law, except in so far as may be inconsistent with the 
provisions of this act or any other act applicable to such 


*Davis vs. Cleveland, Cincinnati, Chicago & St. Louis Ry. Co., 
decided April 4, 1909, and reported in 217 U. S., 157. Quotation 
on page 179, from last paragraph of opinion by Mr. Justice 
McKenna. 
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federal control or with any order of the President.” 

This section further provides that “no process, mesue 
or final, shall be levied against any property under such 
federal control,’ which seems to preclude the levy of an 
execution against a defendant carrier, even on money in 
the hands of its own cashier or treasurer, whereas the 
original proclamation of the President prevented levy only 
on “property used by any of said transportation systems 
in the conduct of their business as common carriers,” 
the restriction being apparently confined to equipment. 

The act further provides, in section 8, that the powers 
conferred thereby upon the President may be exercised 
“through such agencies as he may determine.” 

After the passage of this act came orders and circulars 
of all sorts from the Director-General and on April 9 
his order No. 18, amended on April 18 by No. 18-A, and 
which undertake to repeal, annul and abrogate all laws, 
state and federal, on the subject of venue of actions 
against carriers and substitute therefor these orders, the 
terms of which are that “All suits against carriers while 
under federal control must be brought in the county or 
district where the plaintiff resided at the time of the ac- 
crual of the cause of action or in the county or district 
where the cause of action arose.” 


Where there are several carriers participating in a 
transportation service it is manifestly unsafe to proceed 
to suit on a freight claim without making the initial line 
a defendant, for the reason that it is the only one liable 
on the whole haul. It often happens that the claimant 
cannot get service on the initial carrier at his place of 
residence, and he has no means of knowing where the 
cause of action arose, if by that term is meant where 
the injury to the freight occurred. The carriers’ employes 
often do not know themselves. Such a case, worth, per- 
haps hundreds or even thousands of dollars, presents an- 
other claim for the waste basket, though it can be held in 
a pigeonhole en route to await the death of or scattering 
of witnesses who might be used to sustain it twenty-one 
months after the close of the war, which is the present 
fixed maximum period of government operation. 


On May 23 Order No. 26 was issued by the Director- 
General, the effect of which is to make previous Order 
No. 18 retroactive, for it provides that pending suits not 
covered by Order No. 18 shall not be tried during the 
period of federal control if the defendant carrier makes 
a showing that the just interests of the government will 
be prejudiced by a present trial, and such a showing 
would, presumably, meet all requirements if it went no 
further than to establish inconvenience to the carrier in 
producing its witnesses, which might be easy. 


The rights of both claimant and carrier in loss and 
damage freight matters are perfectly safe with our courts, 
who are worthy of confidence, and whose work certainly 
cannot be improved on by executive officers representing 
railroads or depending on railroad executives for guid- 
ance; and there was no apparent occasion to disturb the 
existing order of things in this regard. 


Certain railroad lawyers claim that it is the purpose 
of the Director-General to exercise supervision over court 
judgments to meet his own ideas. But self-respecting 
courts will soon grow weary of having their judgments, 
arrived at by days and weeks of earnest thought and toil, 
annulled, reversed or modified by executive action, and 
such a thing would be altogether unheard of under our 
form of government. 

It is difficult to procure adjustment of a perfect loss 
and damage claim now, even with the most efficient lines, 
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in less than six months, and it often requires sixty days 
to receive vouchers in payment after adjustment is 
effected. There is a great deal of difference between the 
facilities of carriers for taking money in and paying it 
out, especially since the Director-General’s recent order 
abolishing the credit lists and requiring industries rated 
even at millions to execute bond to pay freight bills 
within 48 hours from the time of presentation in order 
to effect delivery thereof other than for cash. 

The inattention and indifference of certain railroads in 
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the past to public interest does not bid fair to improve 
under government control. The Administration in becom- 
ing a carrier will act as a carrier—exactly as it pleases 
and without regard to the interests of the shipping and 
the traveling public, except so far as restrained by law; 
and, at present, it is under no such restraint. This sit- 
uation can be justified, iffat all, only upon the idea that 
we must win the war; but is it really necessary, in order 
to defeat Germany, that American railroads hinder, delay 
and defeat a large class of their legitimate creditors? 


Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


ELECTRIC VEHICLE CRANE TRACTOR 


(By A. Jackson Marshall, Secretary, Electric Vehicle Section, 
National Electric Light Association.) 

A Chicago manufacturer of electric vehicles recently 
placed on the market, in response to a demand from ter- 
minals and manufacturing plants, a tractor equipped with 
a two-ton capacity crane, also operated by electric motors, 
and supplied with current from the same storage battery 
used to propel the electric vehicle. 

The demand for this mobile electric tractor crane was 
created principally through war conditions and the con- 
sequent handling by such plants of many heavy materials 
in large units. This electric crane tractor, although it 
has not as high a lifting capacity as many locomotive 


— 








and overhead cranes, has, however, the advantage of be- 
ing more flexible in its radius of action. 

Recently one of these electric crane tractors was ob- 
served unloading a freight car at a well-known terminal. 
It was handling large crates of army kitchen equipment 
weighing approximately 3,700 pounds. After lifting the 
cases off the freight car, it backed away and, running 
across the pier under its own power, depositing its load. 
While this is a somewhat larger load than the electric 
crane tractor was figured to carry while in motion—the 
manufacturers would prefer loads to be limited to 2,000 
or 3,000 pounds in such instances—the ordinary stationary 
crane having only a maximum capacity of 4,000 pounds— 
the electric crane tractor performed its duty easily. The 
boom of the electric crane tractor swings 180 degrees, so 


AN ELECTRIC TRACTOR. 
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that after material is lifted it can be deposited easily 
on the ground or on a trailer for transportation elsewhere. 

It can be readily realized that speed in handling ma- 
terials is vital under present conditions. Locomotive or 
overhead cranes are not always available at just the 
place where it is necssary to handle material at a given 
time and, even if available, they cannof always be trans- 
ported quickly from one point to another, as can an elec- 
tric crane tractor of this type. 

This electric crane tractor is also equipped with a spring 
draw-bar coupler at the rear of the frame. It is possible 
therefore to load trailers by means of the electric crane 
and then haul these trailers electrically to another point 
and unload them. As a tractor it can haul a gross trail- 
ing load of fifteen tons. Electric tractors of this type 
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have been used in many instances to “spot” loaded freight 
cars, either pulling or pushing them. 

This electric crane tractor is another member of the 
electric vehicle family, which embraces light and heavy 
duty commercial (street) trucks, passenger cars, electric 
wheel chairs, canoes, electric industrial trucks and trac- 
tors, including those equipped with cranes and self-ele- 
vating platforms, which are contributing no small part 
in our successful war operations, as they not only expe 
dite the rapid and economic movement of materials and 
munitions, but, by virtue of their gluttony for work, are 
releasing thousands of men otherwise needed. In fact, 
many of these vitally necessary small but powerful elec- 
tric vehicle transportation units are being operated suc- 
cessfully by women. 





More Heavy Loading 


* on 

8421 FEET 

EIGHT 121067 POUNDS 
SHIPPED BY 

HOCTAW LUMBER C 

BROKEN BOW 


The above illustration shows the Choctaw Lumber Com- 
pany of Broken Bow, Okla., is contributing its share in the 
car conservation program. 

This car had on it 48,427 feet of lumber, which weighed 


APPEAL FOR FULL LOADING 


George W. Stevens, federal manager of the Chesapeake 
& Ohio Railroad, has just sent out the following appeal 
for the full loading of every car: 

“In this stirring time of conflict with the enemies of 
our country and civilization, when every ounce of energy 
we possess as a nation, should be expended where it will 
accomplish the largest possible result, we find our trans- 
portation system straining under the constantly increasing 
load which our needs and the needs of our allies require 
that they should successfully carry. 

“In the circumstances of to-day, when many hundreds 


121,061 pounds. The picture clearly shows what can be 
done in lumber loading as well as in bracing the load so 
it will ride safely. 


¥ 


2. ———___ 
of thousands of men are being taken from imfustrial activ- 
ity to form the armies which are being sentSoverseas, the 
opportunities for increasing the capacity of€the railroads 
by extensive improvements and additions, td:roadway and 
equipment, are necessarily greatly interfere 

“It remains for us, therefore, to get the greatest measure 
of efficiency out of the facilities which we have, and there 
is no way in which more can be accomplished than by 
constant attention to the complete loading of all equip- 
ment. Anyone who sends forward a partially loaded car 
is interfering by just that much with the successful prose 
cution of the war. 

“The loading of every car to its full tonnage or cubic 
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foot capacity would mean the minimum number of tons 
of dead weight per train. It would mean all available 
power was being utilized to haul the maximum tonnage 
of needed materials, fuel, supplies, food, men and munitions. 
It would mean the greatest economy in every detail of ter- 
minal operation; that the minimum of space and energy 
would be required in terminal yards and industrial centers 
where lack of space and the difficulties of expansion fur- 
nish increasing difficult problems. It would mean, in 
short, that 100 per cent of the transportation energy of 
the country was being applied directly to the point where 
it was most needed. 

“The co-operation of shippers is earnestly requested. 
Do not let partly loaded cars leave your plant. Load all 
cars full. Ask your customers to allow you to ship them 
full carloads. Ask those from whom you buy to load 
cars shipped you to the maximum capacity. Do not oblige 
the railroad to remove a car of heavy capacity from your 
siding and substitute therefor a car of lighter capacity; 
this is a waste of transportation energy. Load each car 
furnished to capacity. 

“Along with the importance of full loading of cars of 
merchandise freight is the importance of a careful load- 
ing or stowing to prevent damage. Intensive loading and 
excessive damage follow hand in hand unless, along with 
full loading, we have careful loading. 

“Agents will see that copies of this circular are supplied 
to all interested at their station and division officers of 
the freight traffic and transportation departments, as well 
as agents, will be expected to keep closely in touch with 
the loading of cars received and forwarded and to report 
cases of light loading to their respective superior officers.” 


ICING PERISHABLE FREIGHT 


B. F. Bush, Regional Director, southwestern region, in 
his circular No. 89, in reference to re-icing perishable 
freight, has issued the following order: 

In order to keep to a minimum complaints account prop- 
er icing of perishable freight, particularly meat, the at- 
tention of all concerned at icing stations should be called 
to the importance of complying with instructions appear- 
ing on billing, covering meat and perishable shipments. 

It is particularly desired that there be no failure to 
use the full percentage of salt called for and that the ice 
be properly tamped to break any crust, which the men 
might ordinarily pass as indicating sufficient ice; that 
tanks be filled according to instructions, and that any cars 
passing icing stations without being iced be protected by 
wire reports to insure re-icing at the next station. 

It would seem existing instructions fully cover this mat- 
ter, but those responsible for re-icing should have their 
attention again called to its importance. 


AMENDS EXPLOSIVE RULES 


The Trafic World Washington Bureau. 

The Interstate Commerce Commission has approved the 
following amendments to the regulations for the trans- 
portation of explosives and other dangerous articles by 
a and express and specifications for shipping con- 
ainers: 

Paragraph 1857 (d) requires a tight cylindrical iron case 
not less than 1-16 inch thick. As amended the requirement 
is for a tight cylindrical iron case of not less than 20 
— U. S. standard, instead of not less than 1-16 inch 
thick. 

Shipping container specification No. 1, paragraph 21 (b) 
requires certain pendulum swing tests. The amendment 
Substitutes, in the last line of the paragraph, 12 inches for 
15 inches as the vertical component of the swing which 
the container must withstand. 


ANOTHER PAY INCREASE 


The Trafic World Washington Bureau. 
Director-General McAdoo has approved another increase 
m pay for railway employes, which, it is estimated, will 
amount to more than $100,000,000. 

It is supposed that this increase will, as was the former 
one, be retroactive to January 1. 

Clerks, station agents, watchmen, maintenance of way 
employes and other track laborers, as well as certain 
other classes of employes not previously included, are to, 
Share in the increase. 
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NO CHANGE IN PETROLEUM PROD- 
UCTS TRANSPORTATION CON- 
DITIONS 


The Trafic World Washington Bureau. 


Director-General McAdoo has announced that there has 
been no particular change in transportation conditions as 
to petroleum products during the past week and that a 
surplus of tank cars in the mid-continent and Texas- 
Louisiana fields continues, sufficient to promptly meet all 
demands. No abnormal movement from western fields to 


eastern seaboard is anticipated in the immediate future. 


TELEPHONE FIGURES 
The Trafic World Washington Bureau. 


The Commission has issued its report for 61 telephone 
companies for the mouth of March together with cum- 
ulative figures for three months ending March 31, the 
report including only telephone companies which have an 
operating revenue in excess of $250,000. 

The number of stations in service at the end of the 
month 7,825,698, as compared with 7,411,075 for March, 
1917, an increase of 414,623 stations, indicating a growth 
of 5.6 per cent. 

The total operating revenues for the month were $27,- 
921,462 as against $25,952,075, an increase of $1,969,387 
or 7.6 per cent. Telephone operating expenses for the 
month to $18,389,130 as against $17,462,698 for March, 1917, 
or an increase of 5.3 per cent. This leaves the net operat- 
ing revenue at $9,532,332, as compared with $8,489,377 for 
March, 1917, or an increase of $1,042,955, or of 12.3 per 
cent. The operating income for the month is reported as 
$7,623,468 as against $6,786,417 or of $837,051 or of 12.3 
per cent. 

For the three months ending with March 31, there was 
an increase as compared with the corresponding period 
for 1917 from $76,342,929 to $82,070,706 or of $5,727,767 or 
of 7.5 per cent. The operating expenses increased from 
$50,549,318 to $56,657,776, or by $6,108,458, an increase of 
12.1 per cent. The net operating revenues show a slight 
decrease from $25,793,621 to $25,412,930, or of $380,691 or 
1.5 per cent. The operating income also shows a slight 
decrease from $20,745,916 to $20,302,345, or of $443,571, a 
decrease of 2.1 per cent. 


MUST SHARE THE LOAD 


In its recent order denying the application of the Amer- 
ican Railway Express Company for authority to increase 
intrastate express rates in Oregon, the Public Service 
Commission of that state makes the following statement: 

“The commission may also reiterate its thought that 
this express company and all other public utilities should 
be required to bear their just portion of the unusual bur- 
den resulting from the present war conditions and that 
these utilities must not expect, nor will this commission 
permit, the entire burden to be passed on to the patrons 
or rate payers.” 


SHIPPING BOARD APPOINTMENT 

Sherman L. Whipple, of Boston, who was recently in- 
vited to accept the position of general counsel of the Ship- 
ping Board and the Emergency Fleet Corporation, will 
assume his duties as such on August 21. 

Mr. Whipple’s office will be in Washington. No changes 
are contemplated in the legal forces of the Shipping Board 
or the Fleet Corporation, but Mr. Whipple’s appointment 
will give a unity of direction to the increasing number of ~ 
litigations and other matters of a legal nature that are 
arising in connection with the Shipping Board and its 
allied and kindred activities. 

Mr. Hurley says, “I deem the government fortunate to 
command for this most important position a lawyer of 
such wide experience and so great a reputation through- 
out the country as Sherman L. Whipple.” 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. No answers will be given by mail except for a fee. 


Address “Help for Traffic Man,’”? The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


eR ST TREO A A es AE 
Demurrage, Bunching Cars for Unloading or Reconsigning. 


Q.—In the past the New York Central circular covering 
unloading or reconsigning of cars provided as follows: 
“When, as the result of the act or neglect of any carrier, 
cars destined for one consignee, at one point, are bunched 
at originating point, in transit, or at destination, and de- 
livered by this railroad in accumulated numbers in excess 
of daily shipments, the consignee shall be allowed such 
free time as he would have been entitled to had the cars 
been delivered in accordance with the daily rate of ship- 
ment. Claims to be presented to carrier’s agent within 
fifteen days.” It now comes to my attention that they 
have issued rule 8, section B-2, covering payment of de- 
murrage on cars bunched at destination, providing that 
bunching of cars will be considered only on cars which 
originate at one point or intermediate points and travel 
by the same route. Would you be kind enough to give 
your opinion in the next issue of The Traffic World, if 
claims cannot be collected for demurrage which has ac- 
crued on cars that have been bunched at destination, even 
though these same cars originated at various points in 
the south and did not travel over the same routes? 

A.—The previous bunching rule which you quote was 
abrogated by the Director-General of Railroads by his 
general order No. 7, issued Jan. 29, 1918, effective Feb. 
10, 1918, which changed rule 8, section B, paragraph 2, to 
read as follows: “When, as the result of the act or neg- 
lect of any carrier, cars originating at the same point 
or at intermediate points moving via the same route and 
destined for one consignee, at one point, are bunched at 
originating point, in transit, or at destination, and deliv- 
ered by the carrier in accumulated numbers in excess of 
daily shipments, the consignee shall be allowed such free 
time as he would have been entitled to had the cars been 
delivered in accordance with the daily rate of shipment. 
Claims to be presented to carrier’s agent within fifteen 
days.” The provisions of the general order mentioned 
have been promulgated in the tariffs of all rail carriers 
and are therefore uniform throughout the country. The 
tariff rule, which is open to but one construction, you 
are doubtless aware, must be observed by the carrier. 
It is not likely the United States Railroad Administration 
will modify the tariff prescribed by the Director-General 
of Railroads in particular instances, as to do so would 
destroy the uniformity of practices in the matter of de- 
murrage rules and charges which that administration set 
out to obtain. 

Evidence of Value of Property at the Time and Place of 
Shipment. 


Q.—Please answer the following question: We are fil- 
ing claims on basis of market value at date of delivery 
to carrier, on shipments pilfered in transit. Attached to 
claims are all necessary papers, together with a letter 
from shipper, advising the market value at date of de- 
livery to carrier. Some of the carriers are turning down 
claims because we do not secure an affidavit from the 
shipper as to the market value. I am unable to find any 
rule in the Freight Claim Agents’ Association rules re- 
quiring this document. Advise, in your opinion, whether 
or not carriers require an affidavit. Will not a letter from 
the shipper suffice, as it has in the past? 

A.—The Commission, in case No. 49 (ex-parte), in re 
the Cummins amendment, 33 I. C. C., at page 693, said: 
“The liability of the carrier may be limited to the full 
value of the property so classified and established as of 
the time and place of shipment.” 

There appears to be no question in your mind of the 
soundness of the Commission’s holding in regard to the 
point at which the value of the goods is fixed, nor does 
the carrier raise any question in that regard. The dif- 
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ference between the carrier and yourself concerns the 
sufficiency of the evidence offered by you of what was the 
full value of the goods at the time and place of the de. 
livery thereof to the carrier for transportation. <A docu. 
ment, such as you mentioned, when filed with one carrier 
might be considered by it as sufficient proof, while an. 
other carrier would not be satisfied with anything less 
than the shipper’s affidavit certifying to the real value, 
and the latter appears to be the attitude of the carriers 
who are declining your claims for want of satisfactory 
proof. You could doubtless obtain, without serious incon. 
venience, the necessary affidavit, or the carrier would 
probably accept from you a certified copy of the invoice 
of the goods as being sufficient evidence of the value 
thereof at time and place of shipment. If the carrier 
declines to pay your claim and you should resort to the 
courts, you would have to establish the real value of the 
property at time and place of shipment by sworn testi- 
mony or by documents offered in evidence under oath. 
The position of the carrier is that upon presentation to 
it under oath of the necessary proof of the value, it will 
pay your claims without the necessity of your resorting 
to the courts. Can it be said that the carrier’s require- 
ment that satisfactory proof be filed with it is an unrea- 
sonable practice? We think not. 


NAMES DETROIT TERMINAL MANA- 
GER ' 


A. H. Smith, Regional Director for the eastern territory, 
has issued the following appointment notice: 

The appointment of Mr. W. D. Trump as terminal man- 
ager, in general charge of all terminal operations at De 
troit, is hereby announced, effective this date. 

The local and division officers of those lines who now 
exercise supervision over terminals at Detroit will con- 
tinue such supervision as heretofore, furnishing the ter- 
minal manager with such reports as he may request from 
time to time. 

When there is necessity the terminal manager will issue 
instructions direct to local or division officers, who will 
be governed accordingly. If at any time compliance with 
the terminal manager’s instructions is in conflict with other 
instructions which they may receive, the local or division 
officers will immediately notify the terminal manager, who 
will then communicate with the federal manager or gen- 
eral manager of the road interested. 


CLAIM HANDLING. 


Director-General McAdoo, in his Circular No. 49, makes 
the following announcement: 


Effective August 1, 1918, the handling of loss and dam- 
age freight claims and the prevention of causes of such 
cJaims will be placed in charge of freight claim agents, 
reporting to the head of the legal department of each rail- 
road. 

Claims for personal injury and damage to pronerty, other 
than freight, will be handled by the legal department. 

Overcharge and relief claims will be handled by the ac 
‘counting department. 


SELECTS A FLAG. 


Director-General McAdoo to-day selected a flag which 
will be flown by all of the seventy-nine vessels being oper- 
ated by the United States Railroad Administration. There 
are also twenty-five vessels owned by the railroads which 
are now under the control of other agencies, but which 
wil] also fly this flag when restored to control of the Rail- 
road Administration. 

The flag has the letters “U. S. R. A.” in blue on a white 
field with a red border. 


DEMURRAGE REPORT 


The Pacific Car Demurrage Bureau in its report for June 
shows that out of a total of 172,280 cars reported 6,351, ora 
little more than 3 per cent, were held over time. 

For the same month last year 181,913 cars were reported, 
of which 5,719 were held over time. 

This report indicates a record this year, despite the per 
sistent campaign for speedy release of cars, not so good by 
54 hundredths of ore per cent as it was last year. 
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Personal Notes 


Effective August 28, W. F. Thiehoff, assistant to gen- 
eral manager, Chicago, Burlington & Quincy Railroad, 
was assigned to temporary service as acting general 
manager, Denver & Salt Lake Railroad, with office in 
Denver, Colo. 

W. S. Martin has been appointed general superintend- 
ent for the Arkansas & Memphis Railroad Bridge & Ter- 
minal, the Memphis Union Station and the Union Rail- 
road; office Memphis, Tenn. 

Effective August 27, the jurisdiction of C. G. Burnham, 
federal manager, was extended over all departments of 
the Illinois Terminal Railroad and Missouri & Illinois 
Bridge & Belt Railroad. 

Effective August 27, the jurisdiction of W. G. Bierd, 
federal Manager, was extended over all departments of 
the following railroads, reporting to the regional director, 
central western region: Peoria & Pekin Union Railroad, 
Peoria Railway Terminal. 

The Kansas City, Clinton & Springfield Railway, having 
been placed under federal control and assigned to the 
jurisdiction of L. Kramer, federal manager, will be added 
to the second district of the St. Louis-San Francisco 
Railroad, and will be operated as the Osceola subdivision 
of the Ozark division. 

The Hinde & Dauch Paper Company announces the 
death of its president, J. J. Dauch, who was killed in an 
automobile accident on August 15. 

Effective August 27, H. D. Page was appointed terminal 
manager Of the Peoria and Pekin switching district, with 
office at Peoria, III. 

W. M. Corbett has been appointed general manager of 
the Kansas City Terminal Railroad, with headquarters at 
Kansas City, Mo. 

The Colorado & Southern Railroad announces the fol- 
lowing appointments as effective August 16, headquarters 
Denver, Colo.: H. A. Johnson, traffic manager; E. E. 
Whitted, general solicitor; E. I. Grenfell, general auditor; 
W. C. Weldon, purchasing agent; B. F. James, acting fed- 
eral treasurer; E. F. Vincent, chief engineer. 

The following appointments on the Duluth & Iron Range 
Railroad are announced as effective August 20: Thos. 
Owens, superintendent; H. Johnson, general freight and 
passenger agent; F. D. Adams, general solicitor; W. A. 
Clark, chief engineer; Ralph P. Moore, purchasing agent; 
H. Johnson, federal auditor; F. C. Marshall, acting fed- 
eral treasurer. 

The Duluth, Missabe & Northern Railroad announces the 
following appointments effective August 20: J. W. Kreit- 
ter, superintendent; C. W. Kieswetter, general freight and 
Passenger agent; F. D. Adams, general solicitor; W. A. 
Clark, chief engineer; Ralph P. Moore, purchasing agent; 
Jos. Seifert, federal auditor; J. W. Kempton, acting fed- 
eral treasurer. 

John J. Mantell has been appointed terminal manager 
in general charge of all railroad terminals on the Jersey 
Shore between Greenville and Edgewater, both inclusive, 
and including all terminal yards adjacent thereto. 

The following appointments, effective September 1, have 
been announced by Regional Director Winchell: E. T. 
Lamb, federal manager, Atlanta Terminal Company; 
Office Atlanta, Ga. The federal manager will have juris- 
diction over all departments of the Atlanta Terminal Com- 
pany, reporting to the regional director. D. F. Kirkland, 
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terminal manager, Atlanta, Ga., who will have jurisdiction 
over the terminals of all lines within the switching limits 
of Atlanta, Ga. (not including the Atlanta Terminal Com- 


pany). 
The jurisdiction of C. H. Ewing, federal manager for 


the Philadelphia & Reading Railroad, Central Railroad of 
New Jersey, New York & Long Branch Railroad, Atlantic 
City Railroad, Port Reading Railroad and Philadelphia 
Belt Line Railroad (north of Port Richmond yard) has 
been extended over the Staten Island Rapid Transit Rail- 
road, which line has been released from the jurisdiction 
of A. W. Thompson, federal manager. 

Effective August 20, G. F. Stump was appointed assist- 
ant general freight agent, Long Island Railroad. 

C. P. Morse has been appointed member of the com- 
mittee of- freight traffic control, Ohio River gateways, 
with headquarters at Cincinnati, vice George Krause, 


transferred. 

C. E. Perkins, freight traffic manager of the Missouri 
Pacific Railroad, St. Louis Southwestern Railroad and the 
Louisiana & Arkansas Railroad, on September 1 announced 
the following appointments: Assistant freight traffic man- 
agers—W. A. Rambach, Missouri Pacific Railroad; C. C. 
P. Rausch, all lines. General freight agents—W. I. Jones, 
Missouri Pacific Railroad; J. L. Amos, Missouri Pacific 
Railroad; J. P. Park, St. Louis Southwestern Railroad; B. 
S. Atkinson, Louisiana & Arkansas Railroad. Assistant 
General Freight Agents—D. R. Lincoln, Missouri Pacific 
Railroad; C. E. Warner, Missouri Pacific Railroad; J. F. 
Harris, Missouri Pacific Railroad; G. H. Hamilton, Mis- 
souri Pacific Railroad; J. D. Watson, St. Louis Southwest- 
ern Railroad; W. M. Cook, all lines. Division freight agents 
—L. D. Knowles, Missouri Pacific Railroad; R. M. Williams, 
Missouri Pacific and St. L. S. W.-railroads; Dan Jacobs, 
Missouri Pacific and L. & A railroads; F. L. Feakins, Mis- 
souri Pacific Railroad; C. C. McCarthy, Missouri Pacific 
and St. L. S. W. railroads; W. D. May, Missouri Pacific 
and St. L.’S. W. railroads; P. E. Watson, Missouri 
Pacific Railroad; J. T. Ferguson, St. L. S.. W. and 
L. & A. railroads; J. D. Yates, Missouri Pacific Railroad; 
C. C. Cloutman, Missouri Pacific Railroad; G. W. Pither, 
Missouri Paciie Railroad; C. B. Lindsay, Missouri Pacitic 
and St. L. S. W. railroads; N. A. Beach, Missouri Pacific 
Railroad. Live stock agents—W. B. Shirk, all lines; W. 
F. Jetmore, all lines; G. T. Fergus, all lines. Traveling 
freight agents—V. J. Kaiser, all lines; F. E. Walling, Mis- 
souri Pacific Railroad; W. D. Young, all lines; W. N. Ernst, 
all lines. 

S. M. Rogers, general manager, Chicago, Milwaukee & 
Gary Railroad, announces the following appointments: 
General superintendent, R. F. McManus; traffic manager, 
W. L. Louis; general solicitors, Knapp & Campbell; chief 
engineer, A. Montzheimer; superintendent motive power, 
J. Horrigan; purchasing agent, C. H. Kenzel; federal audi- 
tor, C. G. Nelson; acting federal treasurer, F. A. Winkler. 

J. F. Holden, traffic manager of the Kansas City South- 
ern Railroad, Texarkana & Fort Smith Railroad, Midland 
Valley Railroad, Houston East & West Texas Railroad, 
Vicksburg, Shreveport & Pacific Railroad, Kansas City, 
Mexico & Orient Lines and Joplin Union Depot, announces 
the following appointments: General freight agent—R. R. 
Mitchell, all lines. General passenger agent—S. G. War- 
ner, all lines. Assistant general freight agents—H. A. 
Weaver, all lines; J. R. Mills, all lines. General baggage 
agent—F. D. Downie, all lines. Division freight and pas- 
senger agents—Eugene Mock, Midland Valley Railroad; 
M. J. Dooley, Houston East & West Texas Railroad; E. 
H. Staufler, Kansas City, Mexico & Orient Lines. 
Division freight agents—L. V. Beatty, Kansas City 
Southern Railroad; J. O. Hamilton, Kansas City 
Southern Railroad South of De Queen, Arkansas and 
Texarkana & Fort Smith Railroad; A. H. Van Loan, 
Shreveport, La., and Vicksburg, Shreveport & Pa- 
cific Railroads. Division passenger agent—S. G. Hop- 
kins, Kansas City Southern Railroad south of De Queen, 
Ark., Texarkana & Ft. Smith, and Vicksburg, Shreveport 
& Pacific railroads. Live stock agent—J. W. Spoor, Kan- 
sas City Southern Railroad. Traveling agents—W. J. Tre- 
maine, traveling freight and passenger agent, Vicksburg, 
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Shreveport & Pacific Railroad; J. R. Holcomb, traveling 
freight and passenger agent, Kansas City, Mexico & 
Orient Lines; R. Dickerson, traveling passenger agent, 
Kansas City Southern Railroad. ; 

Effective August 17, 1918, J. L. Dease was appointed 
commercial agent Fort Smith & Western Railroad, Kan- 
sas City, Mo. and W. S. Nunnery, commercial agent, 
Memphis, Tenn. 

J. L. Nichols has been appointed superintendent; Philip 
Meininger, general freight and passenger agent; H. D. 
Sheean, general solicitor; L. G. Curtis, chief engineer; W. 
S. Galloway, purchasing agent; F. B. Huntington, federal 
auditor, and H. H. Hall, acting federal treasurer, B. & O., 
Cc. Fm me 

W. R. Scott, federal manager of the Southern Pacific- 
Pacific System Lines south of Ashland, Western Pacific 
Railroad, Tidewater Southern Railroad, and Deep Creek 
Railroad, makes announcement of the following appoint- 
ments: J. H. Dyer, general manager; G. W. Luce, freight 
traffic manager; Chas. S. Fee, passenger traffic manager; 
F. W. Taylor, purchasing agent, of the Southern Pacific- 
Pacific System Lines south of Ashland, Western Pacific 
Railroad, Tidewater Southern Railroad and the Deep Creek 
Railroad. W. H. Kirkbride, chief engineer; T. O. Ed- 
wards, general auditor; W. F. Ingram, acting federal treas- 
urer, of the Southern Pacific-Pacific System Lines south 
of Ashland. T. J. Wyche, chief engineer; J. F. Evans, gen- 


eral auditor; Chas. Elsey, acting federal treasurer of the. 


Western Pacific Railroad, Tidewater Southern Railroad and 
the Deep Creek Railroad. 

R. L. McKee has been appointed traffic agent of the 
Louisiana Railway & Navigation Company, with head- 
quarters at New Orleans, La. 

Regional Director Smith announces that the jurisdiction 
of E. D. Bronner, federal manager, office at Detroit, Mich., 
has been extended over the Detroit Terminal Railroad. 

G. H. Gilmer has been appointed superintendent of the 
Interstate Railroad Company, with headquarters at Ap- 
palachia, Va., vice W. A. Johnson, resigned. 

George Krause, who has been assistant general freight 
agent C. C. C. & St. L. R. R. at Cincinnati, has been made 
division freight agent for the same company at Cleveland 
to succeed E. L. Roederer, assigned to other duties. 

F. B. Seymour, general manager of the Green Bay & 
Western Railroad, Kewaunee, Green Bay & Western Rail- 
road, Ahnapee & Western Railroad, Waupaca-Green Bay 
Railroad, announces the following appointments: Super- 
intendent, C. H. Smith; general freight and passenger 
agent, J. B. Call; general solicitor, H. O. Fairchild; pur- 
chasing agent, H. E. Dutton; federal auditor, J. C. Thur- 
man; acting federal treasurer, Arthur H. Mongin. 


R. H. Aishton, regional director, northwestern region, 
gives notice that, effective September 1, F. B. Seymour 
was appointed general manager of the following railroads: 
Green Bay & Western R. R., Kewaunee, Green Bay & West- 
ern R. R., Ahnapee & Western R. R.; Waupaca-Green Bay 
R. R., and that the following railroads are added to the 
jurisdiction of S. G. Strickland, federal manager, Chicago 
& North Western Railroad, headquarters, Chicago, Ill.; Fort 
Dodge, Des Moines & Southern R. R., Waterloo, Cedar Falls 
& Northern R. R. 


A. R. Smith, Regional Director for the eastern territory, 
makes the announcement that the jurisdiction of E. M. 
Costin, federal manager, office at Cincinnati, O., has been 
extended over the Chicago, Indianapolis & Louisville Rail- 
road, the Cincinnati, Indianapolis & Western Railroad and 
the Detroit, Toledo & Ironton Railroad. 


S. M. Rogers, general manager, Elgin, Joliet & Eastern 
Railroad, announces the following appointments: P. F. 
McManus, general superintendent; W. L. Louis, traffic man- 
ager; Knapp & Campbell, general solicitors; A. Montz- 
heimer, chief engineer; J. Horrigan, superintendent mo- 
tive power; C. H. Kenzel, purchasing agent; G. W. Wil- 
liams, federal auditor; F. L. Koontz, acting federal treas- 
urer. 

C. K. Dunlap, president, Southern Pacific Lines (in Texas 
and Louisiana), announces the following appointments: 
G. B. Herbert, secretary and auditor; O. M. Longnecker, 
treasurer; R. C. Watkins, corporate maintenance of way 
engineer; E. B. Dailey, corporate mechanical engineer; S. 
G. Reed, land and tax agent. 

Regional Director Hale Holden announces that H. V. 
Platt has been appointed terminal manager, with head- 
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quarters at Salt Lake City, Utah, with jurisdiction over the 
following: Salt Lake City switching district, including 
Midvale, Murray and Garfield; Ogden switching district: 
also that the jurisdiction of E. E. Gavin, federal manager, 
is extended over the Ogden Union Railway and Depot, and 
the jurisdiction of E. L. Brown, general manager, over 
the Salt Lake City Union Depot and Railroad. 

Geo. Hannauer, general manager, Indiana Harbor Belt 
Railroad, announces the following appointments: J. W. 
Smith, superintendent; W. H. Ward, general freight agent; 
Glennon, Cary & Walker, general solicitors; O. H. Gers. 
bach, chief engineer; Wm. McMaster, purchasing agent; 
W. E. Osborn, federal auditor; H. A. McConnell, acting 
federal treasurer. 

Effective September 1, J. E. Taussig, heretofore general 
manager of the Wabash Railroad, was appointed federal 
manager of the Wabash Railroad, including such of its 
leased and operated properties as are under federal con- 
trol, with office at St. Louis, Mo. 

H. G. Hetzler, general manager, Chicago & Western 
Indiana Railroad and the Belt Railroad of Chicago, an- 
nounces the following appointments: General superin- 
tendent (C. & W. I. R. R.), R. W. Stevens; general super- 
intendent (Belt R. R.), G. J. Shreeve; traffic manager, 
F. A. Spink; general solicitor, J. R. Barse; chief engineer, 
F. E. Morrow; purchasing agent, R. Benson; federal 
auditor, R. L. Porter; acting federal treasurer, J. E. Mur. 
phy. 

A. §. Johnson, terminal manager, St. 
Louis terminal district, announces that, effective Sept. 1, 
1918, C. S. Darrach is appointed superintendent St. Louis 
& O’Fallon Railroad in addition to his duties as superin- 
tendent St. Louis & Belleville electric railroad, and that 
the East St. Louis & Suburban Railway is relinquished 
from federal control. 

G. R. Huntington, federal manager, Copper Range Rail- 
road, announces the following appointments: General 
manager, F. R. Bolles; general freight and passenger agent, 
G. H. Westcott; general solicitor, John G. Stone; chief 
engineer, F. L. Batchelder; purchasing agent, J. M. Wag- 
ner; federal auditor, C. E. Wright; acting federal treasurer, 
G. H. Westcott. 

Regional Director Hale Holden announces that the juris- 
diction of W. M. Corbett, terminal manager, Kansas City, 
Mo., has been extended over the Kansas City Connecting 
Railroad. 

S. G. Strickland, federal manager, Fort Dodge, Des 
Moines & Southern Railroad, announces the following ap- 
pointments: Assistant to federal manager, E. E. Nash; 
general manager, C. H. Crooks; general freight and pas- 
senger agent, F. M. Steele; general solicitor, S. R. Dyer; 
chief engineer, R. L. Cooper; purchasing agent, G. E. 
Motz; federal auditor, F. M. Johnston; acting federal 
treasurer, C. L. Smith. 

Regional Director Markham, under date of September 1, 
announces that the jurisdiction of C. H. Ewing, federal 
manager for the Philadelphia & Reading Railroad, Central 
Railroad of New Jersey, New York & Long Branch Rail- 
road, Atlantic City Railroad, Port Reading Railroad, and 
Staten Island Rapid Transit Railroad, is extended over the 
Staten Island Railroad, Baltimore & New York Railroad 
‘and Baltimore & Ohio Railroad properties and piers on 
Manhattan Island, which lines and facilities are released 
from the jurisdiction of A. W. Thompson, federal manager. 

C. H. Markham, regional director of the Allegheny re 
gion, announces that Ernest J. Cleave is appointed ter- 
minal manager, Philadelphia, Pa., effective September 1. 
He will have jurisdiction over terminals of all lines in 
Philadelphia, as follows: Pennsylvania Railroad, within 
the limits of the Philadelphia Terminal division; Phila 
delphia & Reading Railroad, within the limits of the Phila 
delphia division (excluding that part of the Philadelphia 
division between Eastwicks and Marcus Hook); Baltimore 
& Ohio Railroad, as far south as 70th street; Philadelphia 
Belt Line. 

J. L. West, traffic manager for the Gulf, Colorado & 
Santa Fe Line, Fort Worth Union Passenger Station, St. 
Louis, San Francisco & Texas Railway, Fort Worth & 
Rio Grande Railway, Brownwood, North & South Railway, 
Texas Midland Railroad, International & Great Northern 
Railway (from Spring to Fort Worth and Madisonville 
branch), Missouri, Kansas & Texas Railway of Texas, 
Wichita Falls & Northwestern Railway, Fort Worth & 
Denver City Railway, Wichita Valley Railway, Houston 
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& Texas Central Railroad, Abilene & Southern Railway, 
Union Terminal of Dallas, Houston Belt & Terminal Rail- 
way, Fort Worth Belt Railroad, announces the following 
appointments as effective September 1: General freight 
agents—J. S. Hershey, Gulf, Colorado & Santa Fe Lines, 
Texas Midland Railroad, Houston Belt & Terminal Rail- 
way: J. F. Garvin, Missouri, Kansas & Texas Railway of 
Texas, Wichita Falls & Northwestern Railway; J. A. 
Brown, Fort Worth & Denver City Railway, Wichita Val- 
ley Railway, Houston & Texas Central Railroad, St. Louis, 
San Francisco & Texas Railway, Fort Worth & Rio Grande 
Railway, Brownwood North & South Railway, International 
& Great Northern Railway (Fort Worth to Spring—Mad- 
isonville branch), Abilene & Southern Railway, Fort 
Worth Belt Railroad- General passenger agents—W. G. 
Crush, Missouri, Kansas & Texas Railway of Texas, Hous- 
ton & Texas Central Railroad, Union Terminal of Dallas; 
W. S. Keenan, Gulf, Colorado & Santa Fe Lines, Texas 
Midland Railroad, Houston Belt & Terminal Railway; 
Cc. W. Strain, Fort Worth & Denver City Railway, Wichita 
Valley Railway, Wichita Falls & Northwestern Railway, 
Abilene & Southern Railway, St. Louis, San Francisco & 
Texas Railway, Fort Worth & Rio Grande Railway, Brown- 
wocd North & South Railway, International & Great 
Northern Railway (Fort Worth to Spring—Madisonville 
branch), Fort Worth Union Passenger Station. Assistant 
general freight agents, A. Landry, all lines; F. R. Dalzell, 
Gulf, Colorado & Santa Fe Lines, Texas Midland Railroad, 
Houston Belt & Terminal Railway; W. F. Sterley, Fort 
Worth & Denver City Railway, Wichita Valley Railway, 
Houston & Texas Central Railroad, St. Louis, San Fran- 
cisco & Texas Railway, Fort Worth & Rio Grande Rail- 
way, Brownwood North & South Railway, International 
& Great Northern Railway (Fort Worth to Spring—Mad- 
isonville branch), Abilene & Southern Railway, Fort 
Worth Belt Railroad. General baggage agent, C. O. Jack- 
son, all lines. Division passenger agent, R. Daniels, all 
lines. Division freight and passenger agents—H. W. Land- 


man, all lines; W. H. Yeargin, all lines; W. L. Geer, all 
lines; W. B. Wells, all lines; G. B. Magruder, all lines. 


CHANGE IN FEDERAL MANAGER. 

Regional Director Markham, in his circular No. 19, 
makes the following announcement: “Effective Septem- 
ber 1, the jurisdiction of A. W. Thompson, federal man- 
ager for the Baltimore & Ohio Railroad (east of Parkers- 
burg and Pittsburgh), Cumberland Valley Railroad, West- 
ern Maryland Railroad, Coal & Coke Railroad, Cumber- 
land & Pennsylvania Railroad, and Wheeling Terminal 
Railroad, is hereby extended over the Gettysburg & Har- 
risburg Railroad, and over that portion of the Philadel- 
phia & Reading Railroad from Shippensburg, Pa., to Har- 
risburg, Pa., which lines are released from the jurisdic- 
tion of C. H. Ewing, federal manager.” 


NAMES “CLOVER LEAF” FEDERAL MANAGER 


Regional Director Smith, on August 29, 1918, announced 
the following appointment: 

The jurisdiction of Mr. J. E. Taussig, federal manager, 
Wabash Railroad, office at St. Louis, Mo., is extended over 
the Toledo, St. Louis & Western Railroad, effective Septem- 
ber 1, 1918. 


NEW MILEAGE SCRIP BOOK. 


A fifteen-dollar mileage scrip book will be placed on sale 
at all railroad offices on September 15. It will be sold for 
$16.20, the additional sum being the war tax. The book 
takes the place of the 500-mile ticket that was formerly 
issued by the Pennsylvania and other eastern carriers. 
The user saves nothing. He loses in the event he uses 
it on a circuitous route unless the conductors have been 
a to take only the short-line mileage from such 

ook. 


TELEPHONE OPERATING FIGURES 


A summary of the results of operation of the large tele- 
phone companies in March and for the three months end- 
ng with March was made public by the Commission on 
September 4. It shows an increase in the number~of tele- 
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phone stations from 7,411,075 in-March, 1917, to 7,825,698 
in March of this year. Operating revenues increased from 
$25,952,075 “to $27,921,462; expenses from $17,462,698 to 
$18,389,130, and operating income from $6,786,417 to $7,623,- 
468. 

For the three months ending with March the revenues 
increased from $76,342,939 to $82,070,706; expenses from 
$50,549,318to $56,657,776, and operating income fell from . 
$20,745,916 to $19,302,345. . 


NEW SHORT LINE CONTRACT SUB- 
MITTED : 


The Short Line Committee has received a new tentative 
form of contract proposed by the Railroad Administra- 
tion to cover short line roads. Negotiations will be con- 
ducted at a short line meeting to consider this tentative 
form. 


ASSOCIATION. APPROVED 


A. H. Smith, regional director, notifies roads in the 
eastern district, supplementing his letter of June 22, in- 
closing classified lists of associations approved under Gen- 


‘eral Order No. 6, that the Association of Railway Tele- 


graph Superintendents has been added to the approved 
list and it is therefore proper to continue existing mem- 
berships in this organization. 


COMMISSION ORDERS. , 

The Commission has modified its order of February 11, 

in case 8978, Honaker Lumber Co., Inc., et al. vs. N. & W. 

Ry. Co. et al., so as to become effective October 15, in- 
stead of July 15. 


The Commission has modified its order of May 9, in 
case 9796, Diamond Coal & Coke Co., so as to become 
effective November 2 instead of September 2. 

The Commission has modified its order of May 22 in 
case 9311, Great Falls Gas Co. vs. C., B. & Q. R. R. et al., 
and 9311, Sub 1, Great Falls Sewer Pipe & Tile Co. vs. 
cC., B. & Q. R. R. et al., so as to become effective October 
2 instead of September 2. 

The Commission has further modified its order of March 
22 in case 9380, Pollok Steel Co. vs. B. & O. R. R. Co. et 
al., so as to become effective November 1 instead of Octo- 
ber 1, which was originally effective July 1. vs 


The Commission has further modified its order of April 
25 in case 9310, Newport News Shipbuilding & Dry Dock 
Co. vs. P. R. R. Co. et al., so as to become effective. No- 
vember 1 instead of October 1, which was originally effec- 
tive August 1. 


The Commission has modified its order of June 14 in 
case 9876, Humphrey Brick & Tile Co. vs. P. R. R. Go. et al., 
so as to become effective November 1 instead of October 1. 


The Commission has modified its order of May 17 in 
case 8830, C. F. Ewing & Co., Ltd., vs. Spokane Interna- 
tional Ry. Co. et al., so as to become effective October 1 
instead of September 16. 


The Commission has modified its order of May 17 in 
case 8637, W. G. Chaney Co., Ltd., vs. Gt. Nor. Ry. Co. 
et al.; case 8637, Sub 1, Sand Point Lumber & Pole Co. 
vs. Spokane International Ry. Co. et al.; case 8637, Sub 2, 
Sand Point Lumber & Pole Co. vs. Spokane International 
Ry. Co. et al.; case 8637, Sub 3, Western Pine Mfg. Co. 
vs. D. & R. G. R. R. et al.; case 8637, Sub 4, S. H. L. 
Lumber Co. vs.“D. & R. G. R. R. Co. et al., so as to be- 
come effective October 1 instead of September 16. 

The Commission has ordered rehearing in- case 9296, 
Cornell Wood Products Co. vs. A., T. & S. F. Ry. Co. et al. 

The Commission has modified its order of May 22, in 
case 6195, Sub 1, G. Heileman Brewing Co. et al. vs. C., B. 
& Q. R. R. Co. et al., so as to become effective October 
2 instead of September 2. ¢ 

The Commission has modified its order of May 22 in 
case 8303, Nashville Hardwood Flooring Co. vs. C., B. & 
Q. R. R. Co. et al., so as to become effective October 2 
instead of September 2. 
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September 13—New Orleans, La.—Examiner Disque: 
40204—-Consolidated Classification case. 
September 19—Atlanta, Ga.—Examiner Disque: 
0204—Consolidated Classification case. 
September 20—Portland, Ore.—Commissioner Atchison: 
10229—Public Service Commission of the State of Washington 
et al. vs. W. G. McAdoo, Director General of Railroads, 
U. S. R. R. Administration et al. 
September 23—Portland, Ore.—Commissioner Aitchison: 
1. & S. Docket 1161—Reconsignment Case 3. 
10173—Reconsignment and diversion rules. 
15th Sec. App 5307 filed by E. Morris. 
15th Sec. App. 5318 filed by E. Morris. 
15th Sec. App. 5319 filed by E. Morris. 
15th Sec. App. 5566 filed by E. Morris. 
October 2—Argument at Washington, D. C.: 
10030—Milton Brick Co. et al. vs. Pa. R. R. Co. et al. 
1. & S. 1024—Southwestern potato rates. 


9574—Chamber of Commerce of Greeley et al. vs. C. & S. Ry.’ 


Co. et al. 
October 3—Argument at Washington, D. C.: 
a Lumber Co. et al. vs. Northwestern Pacific R. R. 
o. eta 
oo Valley Lumber Assn. et al. 
‘o. et a 
9924—Lumber Assn. of Chicago et al. vs. A. A. R. R. Co. et al. 
October 4—Argument at Washington, D. C.: 
9882—American Window Glass Co. vs. hy’ Md. R. R. Co. et al. 
9990—St. Ellen Coal Co. et al. vs. St. L. & B. E. Ry. Co. et al. 
October 5—Argument at Washington, D. "G: 
1. & S. 490—Lumber transit privileges at Buffalo, mM. ¥. 
7506—Buffalo Lumber Exchange and Buffalo Chamber of Com- 
merce vs. Ala. Cent. Ry. Co. et al. 
“—e- ee Elgin & Chicago R. R. Co. vs. Ind. Harbor R. 
. Co. et al. 
-—< 1 Creek Cons. Coal Co. et al. vs. C. H. & D. Ry. 
‘o. et al. 
October 9—Argument at Washington, D. C.: 
1. & S. Docket 1118—Live stock loading and unloading charges. 
ne Live Stock Exchange vs. A. T. & S. F. Ry. Co. 
et al. 
1. & S. Docket 1156—Shipments in refrigerator, insulated or 
heated cars. 
October 10—Argument at Washington, D. C.: 
8834—Kettle River Co. vs. Mo. Pac. Ry. m4 et al. 
a’ eae -Foshee Lumber Co. vs. F. A. & G. R. R. Co. 
et al 
9797—Robert Abeles et al. vs. Alex. & wa < 1 Co. et al. 
9907—Commercial Club of Omaha vs. B. & O. . Co. et al. 
October 11—Argument at Washington, D. C.: 
a Assn. of Commerce vs. S. A. L. Ry. Co. 


9955—Rowland Lumber Co. et al. vs. S. A. L. my Co. et al. 
ot. Or ‘, oe Pont de Nemours & Co. vs. M.D. & S. R. R 
0. et a 

9752 and Sub. Nos. 1, 7, 9, 27, 28, 30, 33, 35, 44, 53, 58, 64, 65, 
69, 76, 77, 81, 86, 95, 97, 98, 102, 104, 108—E. I. Du Pont de 
Nemours & Co. vs. Sou. Ry. Co. et al. 

9752 and Sub. Nos. 8, 32, 55, 59—E. I. Du Pont de Nemours 
& Co. vs. C. & W. C. Ry. Co. 

9752 and Sub. Nos. 6, 10, 13, 24, 49, 56, 59, 60, 67, 68, 73, 79, 87, 
90, 92, 96, bea 103, 109—E. I. Du Pont De Nemours & Co. 
“=. A. C. Es R. Co. et al. 

9752 and Sub. fon 3, 5, 12, 25—E. I. Du Pont de Nemours & 
Co. vs. Georgia R. R. Co. et al. 

9752 and Sub. Nos. 2, 4, 21, 22, 38, 40, 57, 61, 71, 72, 107—E. I. 
Du Pont de Nemours & Co. vs. C. of Ga. Ry. Co. et al. 

9752 and Sub. 11—E. I. Du Pont de Nemours & Co. vs. G. F. 
& A. Ry. Co. et al. 

9752 and Sub. Nos. 14, * 39, 41, 106—E. I. Du Pont de Ne- 
mours & Co. vs. A. & V r. R. KR. Ca. et al. 

= and Sub. Nos. 15, 6m, I. Du Pont de Nemours & Co. 

. G. S. & F. Ry. Co. et al. 

9752 and Sub. No. 16—E. I. Du Pont de Nemours & Co. vs. 
Ga. Nor. Ry. Co. et al. 

9752 and Sub. Nos. 17, 45—E. I. Du Pont de Nemours & Co. 
vs. M. D. & S. R. R. Co. et al. 

9752 and Sub. No. 18—E. I. Du Pont de Nemours & Co. vs. 
Gainesville Mid. Ry. Co. et al. 

9752 and Sub. No. 31—E. I. Du Pont de Nemours & Co. vs. 
Ga. & Fla. Ry. Co. et al. 

9752 and Sub. No. 34—E. I. Du Pont de Nemours & Co. vs. 
Norf. Sou. R. R. Co. et al. 

9752 and Sub. Nos. 36, 42, 43—E. I. Du Pont de Nemours & 
Co. vs. W. Ry. of Ala. et al. 

9752 and Sub. Ls 37, 85—E. I. Du Pont de Nemours & Co. 
vs. L. & N. R. Co. et al. 

9752 and Sub. hos. 19, 46, 47—E. I. Du Pont de Nemours & Co. 
ve. Wrightville & Tennille R. R. Co. et al. 

9752 and Sub. Nos. 48, 62, 83, 84—E. I. Du Pont de Nemours 
& Co. vs. A. B. & A. Ry. Co. et al. 

9752 aod Sub. No. 51—E. I. Du Pont de Nemours & Co. vs. 
Ga. W. & G. R. R. Co. et al. 

9752 A Sub. No. 66—E. I. Du Pont de Nemours & Co. vs. 
Union & Glen Springs R. R. Co. et al. 

9752 and ‘_ No. 75—E. I. Du Pont de Nemours & Co. vs. 
N. W. R. R. Co. of S. C. et al. 


vs. Sou. Pac. 


9752 and Sub. No. 78—E. I. Du Pont de Nemours & Co. vs, 
Bennettsville & Cheraw R. R. Co. et al. 
9752 and Sub. No. 95—E. I. Du Pont de Nemours & Co. vs, 
Orangeburg Ry. Co. et al. 
9752 and Sub. Nos. 62, 105—E. I. Du Pont de Nemours & Co, 
vs. Lancaster & Chester Ry. Co. et al. 

9849 and Sub. Nos. 4, 7, 8—E. I. Du Pont de Nemours & Co. 
vs. L. & N. R: R. Co. et al. 

9849 and Sub. No. 1—E. I. Du Pont de Nemours & Co. vs. W. 
Ry. of Ala. et al. 

9849 and Sub. Nos. 2, Dn a 17, 18, 21—E. I. Du Pont de Ne- 
mours & Co. vs. A. R. R. Co. 

9849 and ge Nos. 3, $ M4, 19—E. I. Du Pont de Nemours & 
Co. vs. S. L. Ry. Co. et al. 

9849 and ty ‘Nos. 9, 12—E. I. Du Pont de Nemours & Co. vs, 
C. of Ga. Ry. Co. et al. 

9849 and ‘o No. 10—E. I. Du Pont de Nemours & Co. vs. A. 

& W. P. R. Co. et al. 

9849 and Sub. No. 11—E. I. Du Pont de Nemours & Co. vs. M. 
D. & S. R. R. Co. et al. 

9849 and Sub. No. 13—E. I. Du Pont de Nemours & Co. vs. 
Norf. Sou. R. R. Co. et al. 

— and — No. 15—E. I. Du Pont de Nemours & Co. vs. F, 

& N. R. R. Co. et al. 

oe4e and “Sub, No. 20—E. I. Du Pont de Nemours & Co. vs. N. 

& W. Ry. Co. 
October 12—Argument at Washington, D. C. 

9842—Western Pac. R. R. Co. vs. Sou. Pac. Co. et al. 

9878—Ida S. Granstein vs. B. & M. R. R. Co. et al. 

7893-7894—Royal Milling Co. vs. G. Nor. Ry. Co. 

October 14—Argument at Washington, D. C. 

9887—St. Louis Elect. Term. Ry. Co. et al. vs. C. C. C. & St. 
L. Ry. Co. et al. 

10026—Armour & Co. vs. E. P. & S. W. et al. 

10026, —— No. 1—Swift & Co. et al. vs. E. P. & S. W. Co. 
eta 


10026, \ or No. 2—Wilson & Co. Inc. vs. E. P. & S. W. Co. 
et a 


October 14—Argument at Washington, D. C.: 
* 10048—Pneumatic Scales Corp., Ltd., vs. A. & R. R. R. Co. 
et al. 


October 15—Argument at Washington, D. C.: 
* 10134—Keystone Warehouse Co. vs. Pennsylvania R. R. Co. 


October 16—Argument at Washington, D. C.: 

* 10150—James J. Redmond vs. Adams Express Co. 

* 10167—Sioux City Live Stock Exchange vs. Chicago & North- 
western Ry. Co. et al. 

10026, Sub. No. 3—Morris & Co. vs. E. P. & S. W. Co. et al. 


L. E. STANTON D. T. BERRY 


SAN FRANCISCO, CAL. 


Export Warehousing Insurance 


Space, Rates and Ocean Bills Lading procured 
to China, Japan, Russia, Phillippines, Straits 
Settlements, India, Hawaii, Central and South 
America. All Trans-Pacific Ports. Best Bank- 
ing and other references. Vast experience in 
Transportation. 


STANTON & BERRY 


461 Market Street San Francisco, Cal, 


Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. [t also 
contains vital emuntele how to jms and sell pr rofitably ope 


Counts and prices giver on 6000 different national Lists, coverin 


classes; for Tacs Farmers, Noodle Mfrs., Hardware Dirs., 
Mines, etc. This valuable Reference Book free. Write for it. 


sacl ta Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thus insur- 
ing maximum profits. Submit Lam literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 
Marling 
Oo estS St.Louis 
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Ze IDEAL. ¢ 


Safeguarding Government 
Shipments 


IDEALS are‘in the Service—they 
are helping Uncle Sam handle the 
tremendous quantity of munitions, 
clothing and supplies for our boys 
across the sea—they are marking 
the shipments clearly, boldly and 
permanently so they can be 


handled quickly and will go 
through without loss or error. Only the 
latest and best methods are acceptable 
to the Government in this crisis—that’s 
why hundreds of IDEAL Stencil Machines 
are being used on board our warships, in 
Navy Yards, Aviation Fields, Q. M 
Depots and Army Posts. 


Ze WI EAL machine 
The Machine That Safeguards Your Shipments 


Let the IDEAL work for YOU. Modernize your shipping room—install 
an IDEAL and mark your shipments in clear, bold letters like the 
Government does. The IDEAL is speedy, durable, accurate—the 
machine performs all cutting operations, moves the stencil into posi- 


Mail Coupon for Full Information 


If you want to learn how to save in your shipping room, reduce errors and speed up operation— 
if you want to know how to get an IDEAL Stencil Machine and try it before you buy it—just 


tear off the coupon, fill it out, and mail it to us today. 


IDEAL STENCIL MACHINE COMPANY 


20 IDEAL BLOCK BELLEVILLE, ILL. 
Sales Offices in Principal Cities 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., sre 
G. M. Freer..... resident 


Manager Traffic Department, “Cincinnati Chamber “a Com- 
Be and Merchants’ Exchange. 


W. Chandler ..... - Vice-President 
5S Transportation ‘Department, “Boston Chamber of 
Commerce. 
Oscar F. Bell ..... oooeees SeCretary-Treasurer 
T. M. Crane Company, 836 "South “Michigan Avenue, Chi- 
pp Ill. 
I ne Pee ceseeeeee Assistant Secretary 
5 Now, La Salle Street, Chicago, 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 


te IEE ica ciaici he nineeedeuiasmed ..-President 
RU «. MUNIN :0:6:0:0:6:0-0:60)6:6:0:06-0010000:66¢esaeceinncencie WEEE 
De BUPIOIgh ..ccccccccccccccscccccccccec OChOtary~ 1 Feasurer 
«BE. LONG .cccece ry ee nopeeaeunedeea soeseeese trafic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, IL 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500 S. Robey St., Chicago, Ill 


THE TRAFFIC WORLD 


or 


tion and does the spacing automatically. The stencils are sharp’ 
clean-cut and accurate—each marks any number of shipments—every 
one alike—saving time, trouble and dollars. 


Ideal Stencil Machine Co., 20 Ideal Blk., Belleville, Il. 
Please explain how we can safeguard our shipments and save 
time and dollars in our shipping room. Send full particulars, 
prices and sample stencils FREE. 


Name 


Address 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


WANTED—Traffic Managership; experience, ability and char- 
acter qualifications justifying minimum three thousand dollar 
position, with prospects. Address ‘‘Prospect,’’ care of The 
Traffic World, Chicago, Ill. 


WANTED—tTraffic position with very large industrial concern 
where young man with twenty years of technical and practical 
traffic experience of a wide scope can have plenty to do. Be 
glad to discuss matter and furnish as references some of the 
best traffic poate in the business, commercial and railroad. 
Address D, T. C. 20, The Traffic World, Chicago, Ill. 


WANTED—Position as General Manager or Traffic Manager, 
railroad or commercial; eighteen years’ experience; married; 
aggressive, good address, large acquaintance. Successful as 
general manager and traffic manager short line until Railroad 
administration relinquished. control. Highest references. Ad- 
dress General, care of The Traffic World, Chicago, IIl. 


WANTED—Experienced Rate Clerk, state age, whether mar- 
ried or not, full experience, to locate Youngstown, Ohio. Ad- 
dress ‘‘Clerk,’’ care of The Traffic World, Chicago, Ill. _ 


TRAFFIC MANAGER of commercial organization in 
western city of 80,000 desires to make change. ‘Will con- 
sider position with industrial or commercial organization. 
Age 29, eleven years’ experience, class four draft. Can 
furnish publications and references to vouch for my ability 
and initiative. Minimum salary $2,400. Address T. M., 
care Traffic World, Chicago. 
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DIRECTORY OF TRANSFER -AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


No. ]f 


Septem 





Cable Address “HARSTEELE” 
Established 1900 


Forwarding The J. H. W. Steele Co. inc. 


Insurance Banking Foreign Exchange 


New York New Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Ine.) 
5817-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without cartage. Carload 
distribution a specialty. y motor deliveries throughout the city at 
very reasonable prices. Floors for rent. 


INSURANCE RATE, 15 CENTS 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 





24-CAR SWITCH 








Bight fireproof warehouses on tracks of princi rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 


trucks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 


$50 Seneca St., Buffalo, N. Y. 





Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL ST@RAGE-DISTRIBUTORS| 
Warehousemen and Forwarding Agents. Drayage and 


Heavy Hauling a Specialty. proof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 





POOL CAR SERVICE 


C.L. Rates 


LAWRENCE WAREHOUSE @ 


17 Warehouses and Docks 





CHICAGO 


Jos. Stockton Transfer Co. 


1088 Seuth Canal Street, near Taylor Street. 


Teaming ef Every Description—City Delivery Service 
and Cartoad Distributors 


RESHIPPING WAREHOUSE 


F.W. HAGEN 4&CO. 1131 EAST 77TH STREET 


CHICAGO, ILL. 


G CENTRE 
Dock House (100’ x 400’) 


of Chgo. or a J. & BE Del’y 
Facilities. 


P 4 
Governed by [Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
geet Car Distribution, General Merchandise Warehouse, 
reproof Building, North and South Carolina Distributors 

ty estinghouse Electric Co., De Laval: Separator Co., 
New York; B. J. Johnson Soap: Co., Milwaukee; Cudahy 
Packing Co., Chicago, II. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all ints. House- 
hold goods assembled and —— in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 


Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & ST@RAGE CO., &th and @ Sts. 


ST. JOSEPH TRANSFER CO. 
sspONY EXPRESS” 
ST. JOSEPH - - - += MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER CoO. 


Correspondence Solicited. Established 1859- 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO North, South, East and West 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high ba rates means greater difference between carload 
d less carload rates than heretofore. 


meena mised caret North, South, East and West 














Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight. 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 











merce | 
E 


Referer 


Luther 





Int 
Matte 


1630 FI 


All Tr 
Intersta 





Oakla 
ist Sav. 


JOE 


ATTOR 





Twenty 
Tran 


SUIT! 















TO. 


ET 


19 


». 


9. 


r- 
ta 


it. 


| 
| 
| 


; 
i 
i 
J 


| 
| 
| 
| 


September 14, 1918 


DIRECTORY OF ATTORNEY 


THE TRAFFIC WORLD 


513 





PRACTICING BEFORE THEE 
INTERSTATE COMMERCE 


COMMI &&10N 





John R. Walker 
WALKER & OWEN 
ATTORNEYS AT LAW 


Interstate Commerce Litigation 
Exclusively 


WASHINGTON, D. C. 


Munsey Blidg., 








[Bureau of Applied Economics 


Southern Building, ao eager D. C. 
4 Transcription, Compilation and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases. 


References Furnished. 
Correspondence Solicited. 


BORDERS, WALTER & BURCHMORE 


Luther M. Walter John S. Burchmore 


Formerly Attorneys for 
Interstate Commerce Commission 


Matters Affecting Carriers and 
Public Utilities 
1630 First Nat'l Bank Bidg., CHICAGO 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commis- 
sion Cases. 

SAN FRANCISCO, CAL. 
Merchants’ Exchange 


Oakland, Cal., Los Angeles, Cal. 
ist Sav. Bank Bidg. Kerckhoff Bidg. 


JOHN ANDREW RONAN 


ATTORNEY AT LAW AND COMMERCE 
COUNSEL 











Twenty Years’ Practical Experience in 
Transportation and Traffic Matters 


eis | sD 715 CRILLY BUILDING 
5 SO. DBARBORN ST., 
CHICAGO 





LAW OFFICES OF 


FRANCIS B. JAMES 


804-5-6-7-8 Westory Bidg., WASHINGTON, DBD. 6. 


Francis B. James, oo: BS ey 
Hamson, Commerce ; Ewing H. Scott, Com 
merce Counsel, and Warne P. Bilis, 


Specialist. 

INTHRSTATE COMMERCE, STATE PUBLIC UTIL- 
. UNITED STATES 

TRADE AND OTHER ADMINISTRATIVE 





Claude W. Owen 


R. W. ROPIEQUET 


ATTORNEY AT LAW 


Interstate Commerce and Public 
Utilities 
Murphy Bullding, East St. Louls, Ill. 
606 Mermod & Jaccard Bidg., St. Louls, Mo. 





WALTER E. McCORNACK 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Suite 1337 First National Bank Bldg.,| ,,,.? 
Chicago, Ill. 





Author of “INTERSTATE COMMERCE,” an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Interstate Commerce Commission 
Federal Trade Commission 
and Antitrust Cases 


Marquette Building, CHICAGO, ILL. 


5S. C. BATES 


ATTORNEY AT LAW 


315-16-17 Holland Bullding 
SPRINGFIELD, MO. 


Interstate Commerce and Public Service 
Commission Cases. 


Isaac Born Arnet B. Cronk 


BORN & CRONK 
ATTORNEYS AT LAW 


Cases one Transportation and 

Public Utility Law. Practice before 

Interstate Commerce and State Com- 
missions and Courts. 


515-516 Occidental Bldg., Indianapolis, Ind. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Colorado Building, Washington, -D. C. 


Former Member ef the Department ef Justice as 
Sollolter of Internal Revenue 


Interstate Commerce Litigation 
a Specialty 








C. D. CHAMBERLIN 


Attorney at Law and Commerce 
Counsel 


828-25 Guardian Bldg., Cleveland, O. 





CLIFFORD THORNE 


Rate and Valuation Cases 
Before Courts and Commissions. 


Lytton Bullding, 
. Chicago. 


JEAN PAUL MULLER 


ACCOUNTANT AND ATTORNEY-AT-LAW 

420-424 Woodward Bidg., Washington, D. C. 
om Involving Financial and Operating Analyses, 
Service Tests and Comparisons, and Other 


Sots Titigation before State and Federal 
sions and Courts. 


JOHN P. DEVANEY 
ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Sulte 819-24 First Nat.-See Line Bidg. 


MINNGAPOLIS, MINN. 
H. J. SHAY, Notary. 


HAL H. SMITH 


(Beaumont, Smith & Harris) 


Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich. 





H. L. Winsten B. E. Slawter 


WINSTON & SLAWTER 


Practice before Interstate Commerce 
Commission and State Railroad 
Commissions. 


Hibernia Bank Bidg., New Orleans, La. 








GEORGE B. WEBSTER 


Counsel in Interstate Cemmerce and 
Public Service Commission Cases 


International Life Building 
St. Leuis 





As a Friend ef THE TRAFFIG WORLD pleace mention thie paper in writing te atterneys. 
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THE TRAFFIC SERVICE BUREAU 


WASHINGTON, COLORADO BUILDING CHICAGO, 418-430 S. Market Street 
Telephone, Main 3340 Telephone, Harrison 8808 
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STRAP 
YOUR 
BOXES 


By the 


GERRARD METHOD 


ROUND WIRE BOX STRAPPING 


You will eliminate the expense and trouble of LOSS 
and DAMAGE CLAIMS. The box is tied together 
rigidly at the points really needing protection. No 
extra nails to puncture your package—applied easily 
and fast—40 to 60 boxes per hour. The strapping 
tool is loaned to you free of charge. Your only ex- 
pense is material and labor. It assures the arrival of 
your product at its destination just as it left your 
shipping room. 


It Makes the Wooden Box an Indestructible Package 


pe! _ga 
“ She Fie Shat Binds” 
Home Office: 77 Waraen St., New York 
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Personal Care for Express Shipments 


It is the human element that counts in 
these days of rapidly changing condi- 
tions. | 


The 125,000 skilled Expressmen, located ia 
in every city and town in this country, ct 
have a personal interest in the ship- — 
ments entrusted to them. 
is als 

° ° " by it. 

They take pride in forwarding goods as oe 


our 1 


safely and quickly as is possible under “val 
present war conditions. “yay 
the | 

° . in. th 

To safeguard and expedite your ship- “he 
ments use es 
plan 
move 
secre 
in th 


American Railway Express 





